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TRAFFIC EDUCATION 


In the June 11 number we published an item with 
respect to examinations to be conducted by the Interna- 
tional Institute of Traffic. Since that time we have received 
many requests for information about the examinations and 
the Institute in general. All such requests should be sent to 
George A. Denfeld, Secretary-Director, International Insti- 
tute of Traffic, 515 Dekum Building, Portland, Oregon. 
The only connection the editor of The Traffic World has 
with the Institute is that he has consented to be a member 
of the national board to give advice with respect to examina- 
tion questions. He is not necessarily an advocate of the plan 
and he is not dne of the sponsors of the Institute, but he 
believes its motives good and its management honest, and 
he tries to give aid to any movement for the elevation of 
the traffic profession, for what it may be worth. 

The same thing is true with respect to our attitude 
toward the proposed legislation for the regulation of the 
traffic profession in Alabama. The particular bill that has 
been introduced in the legislature of that state may or may 
not be a good thing, but the motives behind it, we are sure, 
are good and, if it does nothing else, it will, at least, call 
attention to the necessity for improvement in the kind of 
men who seek traffic positions, and advertise the profession 
of traffic among business men who need traffic departments 
in charge of competent experts. 

Probably no man’s idea of what should be done would 
meet the full approval of other men, even if those other men 


were thinking along the same lines. Much that is foolish, 
and premature, and over-technical will be suggested, but all 
who know the situation and think soundly must agree that 
business executives are not as well informed as they should 
be as to their needs in this respect, that many so-called 
traffic men are not competent, and that something can be 
done about it. What that something is may be the subject 
of disagreement, but, certainly, there are some fundamentals 
on which agreement may be reached and every effort, in- 
spired by pure motives, will have some good effect. The 
Associated Traffic Clubs of America, through its educa- 
tional committee, with the hearty cooperation of many of the 
member clubs, is working intelligently and earnestly. It is 
doing a constructive thing. Some of what it does may not 
be well done, in the opinion of others, and some of what it 
ought to do may be left undone; but sneers at its purpose 
and disinterestedness are decidedly out of place. Its reso- 
lution, asking Herbert Hoover, Secretary of Commerce, for 
some pronouncement calling the attention of business men 
to the situation ought to have immediate and favorable en- 
dorsement from member clubs so that it will become effec- 
tive. We have reason to believe that, if the resolution 
becomes effective, it will meet with favorable action by the 
Department of Commerce, a part of whose business it is to 
inform business men as to how they may increase their 
efficiency and keep down waste. 


HOCH-SMITH REPEAL 

Now comes the Southern Traffic League with a 
resolution declaring again for repeal of the Hoch-Smith 
resolution of Congress—the silly, pestiferous measure 
that slipped through while neither the railroads nor the 
shippers were looking and has been more or less defended, 
since its adoption, by many of those who should have 
opposed it and, having failed to oppose it, should then 
have demanded its repeal. We have been unable to 
account for this defense except on the theory that those 
making it were seeking to find reasons to justify their 
neglect. But one by one they have been seeing the error 
of their ways. 


We take pride in the fact that, from the beginning, 
we pointed out the danger in this resolution and of its 
adoption, and, after it was adopted, began a campaign 
for its repeal, which campaign has never ceased. The 
Associated Traffic Clubs of America, as soon as it was 
possible for it to do so, took action at a delegate con- 
vention, demanding repeal of the measure, and its reso- 
lution was ratified by more of its member clubs than 
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OWERFUL  Decapod 
Locomotives of the 
latest design, and an ex- 
cellent roadbed, enable 
G. M. & N. trains to 
maintain a fast schedule. 
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“he Road of Service” 


Junctions 
Alabama Great Southern R.R. 


Meridian, Miss. 


Alabama & Vicksburg R 
(Yazoo & Mississippi 


Newton, Miss. 


Bonhomie & Hattiesburg-Sou. R.R. 


Beaumont, Miss. 


Va lley) 


Chicago, Burlington & Quincy Ry. 


Paducah, Ky. 


Columbus & Greenville Ry. 


Mathiston, Miss. 


Gulf & Ship Island R.R. 
(Ninois Central R.R.) 


Laurel, Miss. 
Illinois Central R.R. 
Ackerman, Miss. 
Dyersburg, Tenn. 

Jackson, Tenn. 
Paducah, Ky. 


Louisville & Nashville R.R. 


Bells, Tenn. 
Mobile, Ala. 


Mississippi Export R.R. 


Evanston, Miss. 
Mobile & Ohio R.R. 
Jackson, Tenn. 
Meridian, Miss. 

Mobile, Ala. 


Nashville, Chattanooga & St. L. Ry. 


Jackson, Tenn. 


New Orleans & Northeastern R.R. 


(Southern R.R.) 
Laurel, Miss. 


St. Louis & San Francisco Ry. 


New Albany, Miss. 
Southern Railway 
Meridian, Miss. 
Middleton, Tenn. 
Mobile, Ala. 


DETROIT, MICH. 
E. W. Goslee, 


District Freight Act. 
ISS. 


JACKSON, M 
R. L. 


b chty, 
District Freight Agt. 


KANSAS CITY, MO. 
J. 8. Chartrand, 


District Freight Agt 
LOS ANGELES, CALIF. 
M. F. 8 


mith, 


M. Lamon 


Every day you save in the transit of 
your shipments saves money for your 
customers. 


You can speed up your deliveries to 
the South and the Southwest, and 
those for Export, by routing via 
G. M. & N. Direct connections with 
some of the main trunk lines of the 
country, and expeditious handling of 
shipments over our lines assure de- 
pendable delivery at destination, on 
schedule time. 


Preferred attention given to Import, 
Export and Inter-Coastal traffic via 
Mobile, Gulfport and New Orleans. 
Exceptional facilities, including free 
lighterage at Mobile, for handling 
shipment to and from all piers, 
wharves and vessels lying in mid 
stream. Through, published export 
rates via Gulf, Mobile & Northern on 
grain and grain products from produc- 
ing points to Mobile and New Orleans. 
For further information, get in touch 
with one of our representatives. 


J. A. Jackson, Freight Traffic Manager 
MOBILE, ALA. 


W. H. Askew, A. F. T. M. 
Mobile, Ala. 
E. L. Mountfort, A. F. T. M. 
Chicago, III. 


Traffic Agencies 


NEW YORK, N. Y. 
W. 


. . . R. Butler, 
District Freight Agt. Eastern Freight Agt. 
MISS. 3 


~ ther, 
District Freight Agt. 


hern Rai 


. L. Lapp, 
Division Freight Agt. 
MOBILE, ALA. 


NEW 


C. H. Dege, Jr., 
District Freight Agt. 
ORLEANS, LA. 


3 PADUCAH, KY 
C. F. Groom, 
Commercial Agt. 
PITTSBURGH, PA. 
R. M. Chittick, 
District Freight Agt. 
ST. LOUIS, MO. 


. O. Lewis, 
District Freight Agt. 
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ever took favorable action on any other measure pre- 
sented to them by their delegates to the association. 
The railroads, as a whole, have never. taken formal action 
against the resolution, though the American Short Line 
Railroad Association has done so, but the general counsel 
of the American Railway Association, Alfred P. Thom, 
has been outspoken in his criticism of it and has stated 
his belief that it should be repealed. Other bodies have 
taken similar action, among them the Southern Traffic 
League, and we hope its overtures to the National Indus- 
trial Traffic League to join in an effort to bring about 
repeal will stimulate the powerful national organization 
to the action it should have taken long ago. 

The Hoch-Smith resolution, ordering an investiga- 
tion of the entire freight rate structure with a view to 
reductions on agricultural commodities, because of an 
alleged depression in agriculture, was a political gesture, 
obvious at the time. It is based on a false theory of 
rate-making, even assuming its premises to be correct. 
It has caused and is causing an unsettled condition with 
respect to freight rates in all industries allied with agri- 
culture, and in other business as well, because, if agricul- 
tural rates are reduced and justice is fulfilled, other rates 
must go up correspondingly. The expense, direct and 
indirect, of the inquiry the Commission is making in 
accordance with the resolution, is immense. It is time 
the joke were ended and Congress informed as to what 
men who know think it should do. We are frank to say 
that the support of the National Industrial Traffic 
League is needed and that, as long as it maintains an 
attitude construed as favorable to the Hoch-Smith reso- 
lution and the inquiry being made under it, we do not 
believe repeal can be accomplished. With its support we 
believe the legislation could be repealed. If the League 
can get any prideful satisfaction out of that situation it 
is welcome to it. 


ST. LAWRENCE WATERWAY 


Such widespread endorsement of the proposed Great 
Lakes-St. Lawrence Canal, by so many persons with dis- 
tinguished names and organizations with committees of 
responsible members, leads to one of two conclusions— 
either the project must be wisely conceived or its picturesque- 
ness and appeal to the imagination have led to enthusiasm 
without sufficient investigation of the facts. The New Eng- 
land St. Lawrence Waterway Committee, an affiliation of 
committees representing the six New England states, is the 
latest organization to endorse the plan, because of the need 
of such a canal and because it offers advantages over the 
proposed New York route. 

~ With the engineering problems involved and the possi- 
bilities of hydroelectric development that might make the 
canal a paying venture, we do not deal. We admit, for the 
sake of the argument, that what is said by the enthusiasts 
in these respects is well founded. Our interest is chiefly in 
the traffic possibilities of the project and the effect it would 
have on the country’s transportation. Is it justified from 
this point of view? Are the calculations, estimates, and 
dreams of those who advocate it based on facts and proper 
conclusions from the facts. 


We should say that, in many cases, they are not. For 
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instance, the report of the New England committee, frankly 
admitting the object to be gained by building the canal— 
relief from high transportation costs to the Atlantic sea- 
board—quoting the Hoover commission, says the railroads 
would not be hurt because the amount of tonnage that 
might be expected to be diverted from them to the canal 
would be only four per cent of the total tonnage at present 
transported by rail to the eastern seaboard from the section 
directly affected and, “in view of the fact that a period of 
from eight to ten years will elapse before the waterway can 
be made available, it is obvious that the normal increase in 
railroad traffic during that period will considerably more 
than replace such a loss.” 

Sounds good. Here is a plan that will result in un- 
bounded relief to a section suffering from high freight 
rates, but that would hurt the railroads only four per cent of a 
part of their traffic if it were in operation now, and that 
will really hurt them none at all, as compared with what 
they are doing now, because they will be doing more than 
they are doing now by the time the canal can be made ready 
for operation. But that apology of small hurt to the rail- 
roads does not seem to accord with the claims of the Hoover 
commission, endorsed by the New England committee, that 
the saving in transportation charges would represent interest 
and amortization charges on that part of the cost of the 
canal allocated to navigation costs—the balance being charge- 
able to power development, “for which the governments will 
be reimbursed through the sale of power or power rights.” 
Nor does it seem to furnish sufficient foundation for the 
statement of the New England committee that the proposed 
waterway “will open to New England industries a new and 
cheap transportation artery, both for its incoming raw prod- 
ucts as well as for its shipments of manufactured goods. 
Similarly, it would result in a substantial saving in the cost 
of the food supply of New England, eighty per cent of 
which now originates beyond its own borders. It will, in a 
large measure, make New England independent of railroad 
delivery from the west and will establish competitive rates, 
which will, in the very nature of things, inure to the ben- 
efit of this community.” 

But, aside from all this, assuming that the advocates of 
the waterway will eventually clear the haze from their 
brains and give us something like the real facts, and admit- 
ting that there would be a saving in transportation costs for 
those who could use the canal-and a resulting benefit to 
certain sections of the country, certain industries, and cer- 
tain’ individuals, if the canal were built, our contention is, as 
it has always been, that, while it is understandable that those 
who would come in for profit advocate a project of this kind 
for their benefit at the public expense, the government and 
government officials should not lend themselves to such an 
enterprise on the basis proposed and should not justify it as 
“financially self sustaining” because they can show a saving 
to those who use the canal equal to what might be consid- 
ered a proper income on the capital invested. The question 
is whether it is right that the whole country should be taxed 
in order to provide cheaper facilities for a comparatively 
favored few. 

We say that if there is an adequate transportation de- 
mand for the canal—if it is needed because the burden on the 
railroads is too great, or because, in the nature of things, 
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transportation costs must be too high without it, and if 
there is a convincing showing that a proper amount of traffic 
would be transported on the canal, once it were built—then 
it should be built; but, even so, it should be built as a busi- 
ness enterprise with provision for proper compensation to 
the government for the use of the canal, and the prospect 
of that compensation ought to be taken into account in esti- 
mating what traffic would use the canal and what the 
amount of saving in transportation costs would be. To pro- 
ceed in any other way would be exactly analogous to a 
situation where, because a certain section of the country 
was without adequate transportation facilities or suffering 
from oppressive freight rates, the government should under- 
take, at the expense of the entire nation, to build a railroad 
of its own and permit shippers in this section to use it, 
charging them nothing for the interest on its investment. 
The government, as appears from the language quoted above, 
does not propose any such thing with respect to power and 
power rights. It expects to be reimbursed from the sale of 
these things. Where does its reimbursement come in with 
respect to transportation rights and why should transporta- 
tion be treated differently from other things? The truth is 
that, whatever there may be to justify the proposed water- 
way, its chief advocacy and support come from unreasoning 
persons who have not thought the subject through and do 
not care to do so. Their idea is to get a reduction in trans- 
portation costs for themselves, no matter who pays it and no 
matter what the consequences to others. 





RATE CASE EXPENSES AND TAXES 
The Trafic World Washington Bureau 


Recognition of the fact that freight rates are an important 
item in the transaction of business has been given by the 
income tax unit of the bureau of internal revenue of the Treas- 
ury Department. It has made a ruling that a contribution made 
by a corporation to a chamber of commerce to cover a pro- 
portionate part of the expenses incident to the efforts of that 
organization to obtain from the Interstate Commerce Commis- 
sion a revision of freight rates on a particular class of products 
is deductible in computing net income. A previous ruling that 
such contributions were not deductible has been revoked. 

A review of the previous ruling was requested in the light 
of a decision of the Board of Tax Appeals holding that con- 
tributions made by the Independent Brewing Company of Pitts- 
burgh to three brewery associations were deductible as expenses 
of doing business. 

In the previous ruling the bureau took the position that 
in order for a contribution to be deductible in computing net 
income it must constitute an ordinary and necessary business 
expense incurred in the operation and maintenance of a trade 
or business, and it was held that a contribution to a chamber 
of commerce of a portion of the expenses incident to the efforts 
of such organization to obtain a revision of freight rates in 
order to enable local producers to compete more successfully 
with producers in adjacent states having the benefit of lower 
freight rates was not deductible as an ordinary and necessary 
business expense. It was pointed out that the benefits that 
would inure to a taxpayer through any revision of freight rates 
obtained by the chamber of commerce were too remote to war- 
rant a holding that such contribution was an ordinary and 
necessary business expense within the meaning of section 234 
(a) 1 of the revenue act of 1926. 

A. W. Gregg, general counsel, bureau of internal revenue, 
in an opinion recommending revocation of the previous ruling, 
after setting forth the situation as outlined above, referred to 
a number of decisions of the Board of Tax Appeals similar 
to that in the brewery case, and said it would seem that the 
decisions of the Board of Tax Appeals were to the effect that 
where a contribution had in a direct sense a reasonable relation 
to a corporation’s business, it was an allowable deduction in 
computing net income. A contribution, he said, was likewise 
allowable as a deduction where it was in consideration of a 
benefit flowing directly to a corporation as an incident to its 
business. 

Mr. Gregg then discussed the effect of a freight rate revision 
on the taxpayer’s business. Said he: y 
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It must be conceded that the question of freight rates is a matter 
of much moment to a corporation engaged in a business which re- 
quires the shipping of its products by freight, where keen competition 
exists with shippers of similar products in other localities who have 
the benefit of more favorable rates. The differential between the 
freight rates available to the competing shippers may be detrimenta] 
if not actually destructive in its application to the business of the 
less favored shipper. His customers may seek the market which 
makes available the desired goods at a lower cost of delivery. So 
it is not an unusual but frequently a necessary procedure for 
shipper to attempt to secure more favorable freight rates and 
to engage attorneys to assist in effecting this end. 

If a number of shippers should combine their efforts to secure 
freight rates more beneficial to themselves, an individual contribution 
to a common fund to Carry on the joint undertaking might properly 
be regarded as a business expense of any one of the shippers, and 
the situation would appear to be little different whether a particular 
attorney, traffic bureau, or an association such as a chamber of com- 
merce carried on the work of securing a revision of the freight rates. 
It is a logical conclusion that a revision of freight rates which will 
enable a shipper or group of shippers to compete under more favor- 
able circumstances with shippers of similar products in other localities 
will result in a direct benefit to the business of the shipper or shippers 
who may secure the benefit of the revision in freight rates. The 
increase in the volume of business or the ability to ship at a lower 
cost are benefits which are very material and necessary incidents 
of competitive trading and often material factors in the success of 
a business. 


a 
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LAKE CARGO COAL RATES 


The legislature of West Virginia, in extraordinary session, 
has adopted Senate Joint Resolution No. 3, memorializing the 
Congress of the United States to inquire into the activities of 
the Interstate Commerce Commission “in seeking to establish 
control of industry, its interference with freedom of commerce 
between the states and its usurpation of power to stifle and sup- 
press competition in the coal-consuming markets of the North- 
west.” 

The resolution said that the Commission, in an order pub- 
lished May 28, 1927 (the lake cargo coal decision), sought to ex- 
clude the coal produced in West Virginia, Kentucky, Virginia 
and Tennessee from the consuming markets of the Northwest 
by the extension of “additional and unfair freight rate advan- 
tages to the Pittsburgh and eastern Ohio mines, located in rival 
and competing districts.” 

Charges that the Commission reversed its previous findings 
against the northern mines “after political influence had been 
diligently expended and the Commision had been threatened 
with a congressional investigation if it failed to yield the advan- 
tages sought” are made in the resolution. 

The memorial asks for a complete investigation of the lake 
cargo coal rate controversy and the power of the Commission, 
under the law, in connection therewith. It asks that Congress 
ascertain “if additional legislation is necessary to curb the Com- 
mission from the exercise of arbitrary and unlawful powers for 
the purpose of favoring one group of shippers to the injury of 
another group of shippers competing in the markets for the sale 
of competitive commodities.” 

The memorial says the Commission’s order of May 28, 1927, 
was a “trick” decision and ostensibly an effort to prevent West 
Virginia and other southern shippers from seeking redress in 
the courts of the land. 

“The Commission sought through suggestion and admoni- 
tions to warn and coerce carriers serving the southern districts 
from putting into effect reduced rates to offset the lower rates 
imposed by the Commission on northern carriers, thereby pre- 
judging issues which may later come before the Commission for 
determination,” the memorial says. 

The memorial further charges that the Commission, with 
the single exception of the lake cargo decision in 1925, has ex- 
hibited “constant prejudice to the development of the coal indus- 
try in West Virginia and adjacent states south of the Ohio 
River, regardless of the fact that the evidence clearly reveals 
the opening of these mines have decreased the cost of coal to 
the consumers, and has sought to retard and has retarded devel- 
opment of the industry in the aforesaid southern districts by the 
imposition of unjust, unreasonable, unwarranted and arbitrary 
freight rates.” 





SOUTHERN CLASS RATES 


The Manufacturers’ Association of York, Pa., in a petition 
in No. 13494, Southern Class Rate Investigation, with reference 
to the joint petition of carriers for modification of the Com- 
mission’s findings, has made objection to the proposaal to change 
the York district from the Baltimore rate group to the Harris- 
burg rate group. It asked that the York district be allowed to 
remain in the Baltimore group as defined at present and that 
it be permitted to intervene in the proceeding. 

The Railroad Commission of South Carolina, on behalf of 
the Greenville & Northern Railway Company, has petitioned the 
Commission for modification of the group boundary line shown in 
Appendix N-1 of the Commission’s first supplemental report, 109 
I. C. C., beginning at page 300. It asks that the Commission 
change the boundary line between Group 8-A and Group 8-B, 
north of the Southern Railway Atlanta-Washington line, so that 


said line will be immediately west of the Greenville & Northern’s 
line. 
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Current Topics 
in Washington 





oy 


Consolidation Dreams Slow Travelers.—Things said at the 
hearings in the Wheeling and Lake Erie director case suggest 
that the dreams of the late Senator Cummins and his associates 
in the framing of the consolidation and acquisition parts of the 
transportation act are not rapidly coming true. One of the 
earliest suggestions, in respect to the merging of railroads, made 
by the present writer, was that the whole matter was one of 
“hoss” trading. Jocularly it was observed that the Commission 
probably had made a mistake in assigning Commissioner Hall 
to the supervision of the task of making a permanent plan for 
the consolidation of railroads; that Commissioner McChord, a 
son of Kentucky, and, therefore, familiar with horse trading, 
would have been the proper selection. Developments since that 
time seem to confirm the impression that a knowledge of the 
rules of horse trading and a willingness to trade constitute the 
foundation stones of a real plan for merging the railroads into 
a limited number of systems. The Commission, long before it 
got around to the making of a “permanent” plan, realized that 
for it to do that would be to freeze everything connected with 
the scheme, to make things static, so to speak, because the 
owners of no relatively poor road definitely allocated would be 
willing to sell for what possible buyers would deem reasonable 
prices. The Wheeling and Lake Erie, being in a strategic posi- 
tion, commanded a price for the shares supposed to control it, 
the prior lien shares, above their immediate earning ability. 
The Rockefeller shares, founded on a loan of $8,000,000 for the 
buying of equipment to be used by the ambitious Gould system 
of twenty years ago, brought just about the amount of the loan 
and the accumulated but unpaid 7 per cent dividends when the 
New York Central, the Nickel Plate, and the Baltimore and Ohio 
decided that they could no longer run the risk of leaving on 
the market a road that could be used by, not necessarily un- 
friendly, but highly competitive hands. The Wheeling and Lake 
Erie was given to the Nickel Plate in the tentative plan of the 
Commission for creating large systems in the east. The four 
trunk lines, however, when they submitted a four-group plan to 
the Commission as a substitute for what it had planned, provided 
for neutralizing that property by putting it into the hands of 
the trunk lines, not one of them being willing to have it ex- 
clusively in the hands of one of its neighbors. While the hear- 
ings this week were not on proposals to consolidate the Wheeling 
with some other road or roads, the interlocking directorate ap- 
plications seemed to mean such a long step toward consolidation, 
in the popular, if not in the legal, sense, that they aroused 
and held greater interest than the affairs of a 300-mile road 
ordinarily would warrant. Consolidation in the east has seemed 
a much harder nut to crack than in any other part of the country 
except the southwest. The earlier unifications—the ones before 
the short-line question was brought to the front so acutely— 
went through with little difficulty. A rich man’s getting into 
Heaven, seemingly, is child’s play in comparison with the making 
of a plan for an eastern or a southwestern combination that will 
win the approval of the Commission. For a long time the fact 
that Congress had at heart the interest of communities served 
by short and weak lines, such as the Wheeling and Lake Erie 
and any one of half a dozen roads in the southwest that might 
be named, seemed to have been forgotten. Now that fact, judged 
by the short-line phase of most recent reports of the Commis- 
sion and the reports of its examiners, seems the most prominent. 
Large divisions to such lines from trunk lines, it was thought, 
in 1920, might stimulate interest on the part of strong lines 
in the “weak sisters,” but the heavy divisions given by the 
Commission to the Orient and to the New England lines, seem- 
ingly, have not had the desired effect. No one, so far as known, 
is interested in taking them out of the hands of their present 
owners. If and when they become strategically important they 
will become valuable—just as such roads were before Congress 
hung up the motto, “God Bless Mergers.” 





Cleveland Old Home Week.—In many ways the hearing on 
the application of trunk line officials for permission to serve 
as directors of the Wheeling and Lake Erie put one in mind 
of what a Cleveland and northern Ohio old home week might 
be like. There was William McKinley Duncan, chairman of the 
Wheeling, a nephew of the martyred president, with a distinct 
facial and stature resemblance to the man whom millions of 
Americans idolized, sitting in the witness chair, modestly al- 
lowing the fact to become known that, like his distinguished 
uncle, he tried to make peace, his effort being made when John 
D. Rockefeller, Jr., a Clevelander by birth, sold his interest to 
the three trunk lines. The idea of the younger Rockefeller 
regarding the sale as not of importance enough to require his 
continuous personal attention rather jarred those in the audience 
who remembered when his father drove around Cleveland, in his 
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two-seated single-horse rig, pulled out a hitching weight, and 
so “parked” his horse on Prospect Street while he went inside 
the house of a neighbor to attend a funeral. The elder Rocke- 
feller did that at a time when Cleveland, though it had many 
millionaires, had not one such with the nerve to “put on style” 
to the extent of having a coachman and footman or even a 
liveried coachman. At the counsel table sat John Agate, a rela- 
tive of George Agate, the cashier in the Plain Dealer office, 
who, in the last forty years, has shoved out the $8, $10, $15 or 
$25 for the week’s service of many a newspaper man who since 
has departed from that city for more profitable employment, if 
not more pleasure than he had before the north and south streets 
were numbered and there was a summer garden on Wilson ave- 
nue where the singing was good and such men as Mark Hanna 
and William McKinley were not averse to going, even if things 
were sold there that are no longer legal. 





Another View of Minnesota Truck Competition.—Ivan Bowen, 
a member of the Minnesota Railroad and Warehouse Commis- 
sion, in a discussion of what Minnesota has recently done in the 
way of regulating truck transportation (see Traffic World, June 
11, p. 1507), expresses a belief that, it is suspected, may be 
heartily indorsed by many who have thought on the subject. 
His idea is that the railroads, if they were interested and were 
permitted to do so, could meet the competition of the trucks 
even on the short-haul routes. But, he suggests, they cannot 
do that unless they are permitted to reconstruct their class rates 
so that they may be reduced on the shorter brackets without 
their being penalized by being required to construct their rates 
in the.longer mileages on the same basis they may use in meet- 
ing this competition. Prior to 1925, Mr. Bowen pointed out, the 
trucks in Minnesota were not subjected to regulatory laws. They 
were, and to a large extent are still, unregulated. The Minne- 
sota commission, in its orders that attracted attention to what 
the state was doing, according to Mr. Bowen, was trying to 
restrict the trucks to a field analyses made by the Minnesota 
commission seemed to show they should occupy. The great 
majority of the truck operators are above the regulatory laws 
which exempt from their terms trucks engaged in carrying farm 
and dairy products into the distributing centers. So long as 
they confine themselves to that traffic they remain unregulated. 
Mr. Bowen’s idea is that Minnesota cannot be expected to sit 
quietly by and permit a reconstruction of class rates that will 
put her at a disadvantage in comparison with the situation 
under which Minnesota business was built up, without attempt- 
ing to make some use of a service that apparently affords trans- 
portation at a cost the rail carriers cannot meet, because, as 
Mr. Bowen sees the situation, they are in straitjackets. 


No Help for the Fat Man.—If it can, the Federal Trade Com- 
mission is going to stop efforts of charlatans to reduce this “too 
solid flesh.” It is getting out cease and desist orders against 
makers of “reducing” compounds and the publishers of false 
and misleading advertisements about such compounds. As the 
law now stands, a false and misleading label claiming the cure 
of cancer, consumption, or other ills for which there is no medical 
cure known, placed on a container of a nostrum, heads the in- 
human claimant of such powers for his “medicine” for jail. But 
false and misleading statements about “pure cream ice cream,” 
made with condensed skimmed milk as one of the ingredients, 
in advertising matter, is just coming to be recognized as an un- 
fair method of competition. The trade body is now trying to 
rid the country of advertisements to the effect that a maid or 
matron may eat bonbons by the pound and still keep her figure 
by using a compound sold at so many cents or dollars a bottle. 
It is commanding the manufacturers of such compounds and 
the publications that print their false and misleading advertise- 
ments to “cut it out.” No reputable publication, of course, 
publishes advertisements of that sort, but there are things called 
magazines that talk about true romances for the primary purpose 
of carrying such misleading advertisements. The trade body 
will not countenance such advertisements, even on the theory 
that those who spend their money in that way may, in time, get 
to worrying about the dollars they have foolishly spent and 
by worry accomplish the reduction the compounds they bought 
did not bring about. 








Deliver Us from Price Bulges.—Events of the last seven 
years, it might be suggested, would seem to indicate that every 
man in business should make an addition to his daily prayer. 
“Deliver us from sudden upward moves in prices,” might well 
be the form of the further petition. The thought is created by 
what has been happening to the fuel industries. Before the war 
the idea was that the country needed, each week, between 10,000,- 
000 and 11,000,000 tons of soft coal. Now it is using less than 
9,000,000, but the output of things into which coal enters is far 
greater than in ante bellum days. The short answer to that is 
that when the coal diggers and the mine operators availed them- 
selves of the opportunity to charge high prices, the opportunity 
of the heat engineer came through the door. The heat engineer 
showed industry how to combat high coal prices, typified by 
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a demand by mine labor for $7.50 a day for but slightly skilled 
work. The price went up, but consumption went down. Pro- 
duction of goods, however, continued to rise. Putting roller 
bearings under passenger coaches, probably, will result in fur- 
ther reduction in coal use. The high prices of petroleum prod- 
ucts started three or four counter-attacks. It encouraged wild- 
catters to find more pools of oil. It gave the cracking process 
engineers an opportunity to show how more gasoline could be 
taken from a given quantity of crude, and it caused some in- 
dustries to go back to the use of coal. Retail fuel dealers have 
been able to keep up their prices. Whether they are in anti- 
trust law combinations or not, the fact is that the retail 
prices move up and down in slow fashion in comparison with 
prices made by coal operators (soft), and refiners of crude oil. 
Both fuel industries appear to be having hard times. Their 
production has outrun demand. In the soft coal industry the 
demand is so low that it does not furnish employment even for 
all the non-union mines. In the week ended June 18, production 
of soft coal was estimated at 8,350,000 tons. Production the 
week before was reported to have been 8,522,000 tons and the 
week before that, Memorial Day week, only 7,379,000 tons.— 
A. E. H. 


SUPPORT FOR COMMISSIONS 


In an address to the members of the National Electric Light 
Association at their recent meeting at Atlantic City, N. J., J. F. 
Shaughnessy, member of the Nevada commission and president 
of the National Association of Railroad and Utilities Commis- 
sioners, pointed out the necessity for and desirability of adequate 
support for state commissions. His thought was that men, such 
as the electric light association members, would understand the 
desirability of such support for the bodies, which, under the law, 
regulated the rates and services of the utilities. 

In addressing the electric light men Mr. Shaughnessy said 
he was presenting only his own views. The entire annual ex- 
penditures for the state agencies that bring regulation close to 
the people, he said, amounted to something over $5,00,000. The 
total of all fees and taxes collected for all governmental activi- 
ties, federal, state, county and municipal, he said, amounted to 
approximately $7,500,000,000. He suggested that it could be seen, 


at once, that the cost of regulation was in no sense burdensome: 


and that any reduction therein resulting from a mistaken notion 
of economy, could have no practical effect whatever on taxes. 

The state commissions, he said, had difficulties in endeavor- 
ing to keep up. Difficulties arose in nearly every state, he said, 
in procuring increased salaries and appropriations despite the 
increased cost of living, and while salaries and wages of every 
private enterprise had been appropriately adjusted upward to 
meet present conditions, the salaries for commissioners and 
important department heads, in all too many instances, had 
remained at the pre-war level. It was sometimes difficult, he 
said, to prevent serious reductions in appropriations for the 
commissions, and that it was almost impossible to obtain an 
increase therein in order to pay better salaries and traveling 
expenses to heads of staffs, from which, he said, it followed 
that the turnover in commission organizations had been heavy 
in the past few years, a most unfortunate condition, he thought. 

He asked how that situation should be met. He said he 
submitted that query to the consideration of the members of 
that association for the reason that necessarily their duties 
called for knowledge of the technical work of the commissions 
and that therefore the members were capable of readily visual- 
izing the importance of the matter, which, he said, in his opinion, 
should be brought home and explained in such a way as to 
enlighten the public in respect of it. 


STABILITY OF R. R. EMPLOYMENT 


A committee appointed by the Association of Railway Exe- 
cutives to look into the question of stability of employment on 
the railroads has submitted a report to the association in which 
the position is taken that, in order to bring about and maintain 
as great a degree of stabilization in labor as may be practicable, 
it is most important that there should be a sufficiently liberal 
margin between operating revenues and operating expenses 
so that the carriers may be able to initiate broader policies par- 
ticularly with reference to their maintenance program and adopt 
plans for spreading or distributing such work throughout the 
year regardless of current monthly revenues and to eliminate 
so far as possible temporary or emergency expenditures. 

“It is clear that the most influential, single factor relating 
to the stability of labor is the question of net earnings by the 
carriers,” the committee said. “The railway managers, as a 
whole, have shown a real desire to bring about the greatest 
possible stabilization of employment, but, however their sympa- 
thies may run, their action will necessarily be governed to a 
very considerable degree by the financial condition of their 
company.” 

The committee said it was not now suggested that the 
present rate of return, as fixed by the Commission, was inade- 
quate or would be insufficient if earned, to permit such well- 





Vol. XXXIX, No. 26 


considered practices as might be necessary in order to continue 
the policies of stabilization thus far inaugurated. 

“It is simply pointed out as a fact of fundamental impor- 
tance that without a sufficient basis of net income, the railroads 
will not be able to maintain a stabilized condition of empley. 
ment, however much they may desire to do so,” the com- 
mittee said. 

The committee said information that had come to it in the 
study of the problem suggested the desirability of a more flex- 
ible day than existed in many places at the present time, as an 
element to be considered in the stabilization of labor. It said 
if the day could be increased from eight to nine and even ten 
hours in times of business activity, and be reduced to eight 
hours in times when business was less active, such a policy 
would enable the carriers to employ a more uniform force 
throughout the year and avoid the necessity of laying off or 
furloughing large numbers of men in times of business 
recession. 

In 1920 and 1923, the committee pointed out, the carriers 
felt compelled to enlarge their forces to meet conditions then 
existing, and then when business fell off they were forced to 
make prompt and radical reductions in their operating expenses, 
even though the standard of maintenance was still low, because 
of the narrow margin which they were earning, as a whole, 
above their fixed charges. The conditions that brought about 
these changes and the shopmen’s strike in 1922, the committee 
said, resulted in a suggestion from a member of the Commission 
in the summer of 1924 that it would be well for the railroads, 
as a whole, to give special study to the question of stabilization 
of employment. In response to that suggestion, the committee 
was appointed. The members of the committee are Daniel Wil- 
lard, chairman; L. W. Baldwin, H. E. Byram, W. R. Cole, P. E. 
Crowley, C. R. Gray, L. F. Loree, E. J. Pearson and Samuel Rea. 


VIRGINIA RATE CASE 


The State Corporation Commission of Virginia, in Nos. 3102 
and 3136, June 21, at Richmond, Va., overruled the motion of 
the carriers to dismiss the proceedings. In its ruling, the state 
commission said the pleas to the jurisdiction and the demurrers 
all raised the same question—the power and authority of the 
Commission to institute the investigations and to proceed 
therein to a final determination thereof. It said it was of the 
opinion that it had jurisdiction. 

“There are unquestionably certain federal limitations sub- 
ject to which the jurisdiction is to be exercised, and of which 
this commission is cognizant and recognizes, but these limita- 
tions are in no sense jurisdictional,” the commission said. 

After this ruling, several exhibits were submitted on behalf 
of the commission. These dealt with revenues, expenses, rate 
of return and traffic density of the carriers, interstate and intra- 
state. No other parties introduced any evidence. 

The further hearing in these cases was originally set for 
August 2 but the commission has postponed that hearing until 
September 12. At that time the carriers will present their evi- 
dence first in No. 3136, known as the reduction case, and then 
in No. 3102, known as the class rate case. 

H. E. Manghum, counsel for the Virginia Shippers’ Associ- 
ation, submitted a brief in support of the contention that the 
state commission had jurisdiction. A review of the powers of 
state commissions and the federal commission was set forth in 
the brief. 'Mr. Manghum said the most startling feature of the 
carriers’ brief was that it was premised in its entirety on the 
assumption that the state commission designedly intended, and 
was deliberately proceeding, to a willfull violation of the inter- 
state commerce act. He said he could not refrain from remark- 
ing that if the state commission were to accord effect to the 
contentions of the carriers, “it might just as well close its doors, 
for the level of rates fixed by the Interstate Commerce Commis- 
sion in Ex Parte 74 and later reduced 10 per cent would be im- 
mune from modification in the slightest degree and remain fixed 
and unalterable for all time until the federal commission in its 
grace and wisdom should see fit to prescribe another set of 
rates likewise untouchable by state commissions.” 

“Merely to make this statement,” he continued, “is to dem- 
onstrate the utter absurdity of the carriers’ position, for it is 
common knowledge that the state commissions, railroads and 
the federal commission are daily changing railroad rates upward 
and downward, notwithstanding Ex Parte 74.” 


RELOCATION OF G. N. LINE 


The Commission, by division 4, in finance No. 6252, held that 
it had jurisdiction over relocation of the line of the Great North- 
ern between Berne and Scenic, Wash. Memorandum announce- 
ment of approval of the application to relocate the line was 
made last week. The applicant held the opinion that it was 
not required to obtain a certificate to relocate the line, and 
asked the Commission to pass on that question first, and to 
issue a certificate if it was held that that was necessary. The 
Commission said it was of opinion that the proposed construc- 
tion and abandonment involved came within the provisions of 
paragraph 18 of section 1 of the act and that it had jurisdiction. 
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Decisions of Interstate Commerce Commission 


FLOUR CAR RULE JUSTIFIED 


As soon as carriers can publish the necessary tariffs, they 
will be free to furnish, as suitable for the loading of flour and 
other grain products, cars with tight roofs and siding, with in- 
teriors free of debris, noxious odors, oil spots or acid spots, 
likely to damage the lading, also reasonably free from protrud- 
ing nails and projections likely to tear sacks. The Commission, 
by division 3, in I. and S. No. 2873, furnishing suitable cars for 
loading flour and other grain products, and I. and S. No. 2885, 
pertaining to the same subject, mimeographed, has found justi- 
fied a proposed rule governing the furnishing of suitable cars 
for loading flour and other grain products. The suspension or- 
ders have been lifted and the proceedings discontinued. 

As proposed the rule read as hereinbefore set forth as 
concerning the duty of the carrier in the matter of furnishing 
cars with the addition of the words “but will not sweep, pad, 
line or Weatherstrip cars nor furnish material therefor.” At 
the hearing it was agreed that the words within quotation marks 
were superfluous, and that respondents would publish an 
amended rule eliminating that portion. 

Protest was made by the Southwestern Millers’ League only 
against the failure of the carriers to provide in their tariffs 
that they would either weatherstrip the cars around the doors 
or furnish the material therefor. In substance, the carriers con- 
tended that their duty ended when they furnished cars in good 
repair and that if any damage resulted from loading in such 
cars, it was due to the inherent nature of the commodity or the 
packages in which shipped and that they were not liable for 
such damages. They argued that even if the Commission found 
that they should do the weather-stripping around the doors, it 
should find the proposed schedules justified and make no affirma- 
tive requirement, because, for a breach of the carrier’s common 
law duty to provide suitable equipment, the shipper had a 
remedy in his right to refuse the car tendered or to bring an 
action at law for any damage that might be sustained. 

The Commission said that it was well settled that a common 
carrier had to furnish suitable equipment for safe transporta- 
tion, and that special safeguards desired by the shipper should 
be furnished by him. Lining and padding, it said, related pri- 
marily to packing and loading. 


MEMPHIS FURNITURE RATES 


The Commission, by division 4, in No. 14898, Memphis 
Freight Bureau, for King-Haase Furniture Company et al. vs. 
Alabama Great Southern et al., mimeographed, in a report writ- 
ten by Commissioner Eastman, has found rates on furniture, 
carloads and less-than-carloads, from Memphis, Tenn., to desti- 
nations in Southern and Official Classification territories, in 
part unreasonable and unduly prejudicial. It has found that 
reasonable and non-prejudicial rates from Memphis to destina- 
tions in central, Buffalo-Pittsburgh and southern territories 
would be 60 per cent of the first class rate prescribed in south- 
ern Class Rate Investigation, 100 I. C. C. 513; 109 I. C. C. 300 
and 113 I. C. C. 200, on mixed carloads, minimum 12,000 pounds 
subject to Rule 34 of the Consolidated Classification; in the 
case of iron beds and other articles of furniture classified there- 
with, carloads, minimum 12,000 pounds subject to Rule 34, 
fourth class, and minimum 30,000 pounds, subject to Rule 34, 
sixth class; and in less-than-carloads, in the case of all articles 
of furniture, the class rates established in that case, subject to 
the Southern Classification. 

The Commission found the rates from Memphis to Trunk 
Line and New England territories not unreasonable or unduly 
prejudicial except the rates on mattresses, in less-than-carloads, 
which it said should not exceed first class. 

A further finding is that the rates from Memphis to central, 
Buffalo-Pittsburgh and southern territories, are and for the 
future will be unduly prejudicial to Memphis and unduly pref- 
erential to furniture manufacturers in those territories to the 
extent the rates from Memphis exceed or may exceed the rates 
in the reverse direction. The other findings are as follows: 


We find that the rates assailed on furniture from Memphis to 
points in central, Buffalo-Pittsburgh, and southern territories are, 
and for the future will be, unduly prejudicial to Memphis and the 
furniture manufacturers and dealers there located and unduly pref- 
erential of competing points in southern territory and the furniture 
manufacturers and dealers there located, to the extent that the 
relations of rates to common destinations in said territories are less 
favorable to Memphis than those which would result from the es- 
tablishment of rates on furniture from Memphis and from said 
competing points made on the basis found reasonable above from 
Memphis. 

_ We find, that the rates assailed on furniture from Memphis to 
points in central and Buffalo-Pittsburgh territories are, and for 
the future will be, unduly prejudicial to Memphis and the furniture 
manufacturers and dealers there located and unduly preferential of 


Little Rock, Pine Bluff, and Fort Smith, Ark., and the furniture 
manufacturers and dealers there located, to the extent that a rate 
relation substantially less favorable to Memphis exists than would 
result from the establishment from Memphis of the rates on furniture 
found reasonable above and the establishment from said points in 
Arkansas to points in central and Buffalo-Pittsburgh territories of 
rates on furniture made on the basis found reasonable as a maximum 
in Consolidated Southwestern Cases, 123 I. C. C. 203. , 

We further find that the rates assailed on furniture from Memphis 
to Ohio River crossings and St. Louis are, and for the future will 
be, unduly prejudicial to Memphis and the furniture manufacturers 
and dealers there located and unduly preferential of Chicago and 
the furniture manufacturers and dealers there located, to the extent 
that a rate relation substantially less favorable to Memphis exists 
than would result from the establishment from Memphis of the 
rates on furniture found reasonable above and the establishment 
from Chicago to said Ohio River crossings and St. Louis of the class 
rates applicable on furniture under the official classification. 


No order was issued in the case. The finding was also 
without prejudice to any other that might be made in No. 18323, 
Investigation of Rates on Furniture, now pending. The Com- 
mission said that it was its opinion that the relief to which the 
complainants were entitled could be afforded by the making of 
rates in accordance with the findings in the Southern Class 
Rate Investigation and that the finding in this case had been 
framed with that thought in view and that it was contemplated 
that the readjustment provided in this case should be accom- 
plished contemporaneously with the establishment of the class 
rates in the southern class rate case. 

The carriers, the report said, would be expected to notify 
the Commission, within 30 days following the service of the 
report, whether they were prepared to accept the findings and 
carry them into effect at the time indicated. 

Commissioner Woodlock, dissenting, said there were serious 
objections to the widespread application of the rates provided 
in the southern class rate case on traffic in central, Buffalo- 
Pittsburgh and southern territories on the basis indicated. He 
said that to the extent that low rates were prescribed, in this 
case, on high-grade traffic, such as furniture, ‘compliance with 
the mandate in the Hoch-Smith resolution was rendered more 
difficult. He said the basis here prescribed was lower, generally 
speaking, than that in effect anywhere else except for the re- 
cent prescription of approximately the same basis in Consoli- 
dated Southwestern Cases under circumstances which could be 
differentiated from those present in this case. He said that 
while the basis prescribed would result in many increases, it 
would also have the effect of reducing a great many rates the 
reasonableness of which, he said, could not be successfully 
challenged when measured by ordinary and accepted standards. 
He also said that the conclusion of the majority in this case 
would undoubtedly prove embarrassing in the ultimate disposi- 
tion of the general furniture investigation. 


RATE ON OLEOMARGARINE 


In No. 16997, Boren-Stewart Company vs. Gulf, Colorado & 
Santa Fe et al., mimeographed, the Commission, by division 4, 
has found that the applicable third-class rate of $1.765 assessed 
on oleomargarine, carloads, from Chicago, Ill., to Dallas, Tex., 
was, is, and for the future will be unreasonable to the extent 
that it exceeded, exceeds or may exceed $1.48 per 100 pounds, 
minimum 20,000 pounds, and that reparation should be awarded. 
The order for the future is effective on or before August 5. The 
Commission said the facts of record indicated that from and 
to the points here in issue, oleomargarine should not pay rates 
higher than those on butter. On the other hand, it said, the 
evidence was not convincing that oleomargarine should take 
rates lower than those on butter. 


GRAIN INCREASES FORBIDDEN 


The Commission, by division 3, in I. and S. No. 2864, grain 
between Sioux City, Ia., group points and Atchison, Topeka & 
Santa Fe stations in Kansas, etc., mimeographed, has found not 
justified the proposed increased rates on grain and products, 
between Sioux City and group points, on .the one hand, and 
stations on the Santa Fe in Kansas, Oklahoma and Colorado, on 
the other. The origin points are in Iowa and Nebraska inter- 
mediate to Sioux City and lying north of Omaha, Neb., on the 
Milwaukee, North Western, Burlington and the Omaha. 

The tariff item proposed for cancellation provides for the 
making of joint rates, except over the Omaha, on northbound 
grain and southbound grain and products, by combination com- 
posed of the Kansas City rates and arbitraries of 13.5 cents on 
wheat and articles taking the wheat rates, and 12.5 cents on 
corn and articles taking the corn rates. That basis, the report 
says, has been in effect since 1912 on northbound traffic and 
since 1923 on southbound. 

Cancellation of that basis, the report said, would leave in 
effect combinations on the lower Missouri River crossings. It 
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was solicited, the Commission said, by the Sioux City-Kansas 
City lines for the avowed purpose of applying to the Sioux City 
group what was asserted to be the normal basis now used for 
points in Iowa and Nebraska outside of the Sioux City group. 
The Santa Fe asserted that the publication of the joint rate 
basis on the haul north of the Missouri River was made in 
error, the intention having been to have the arbitraries for 
the haul north of the Missouri apply only as proportionals. In 
some instances the proposed change would result in an increase 
of 4 cents on flour northbound. Protestants showed, the report 
said, that the present rates on flour to Sioux City, from repre- 
sentative Kansas points, compared favorably with the rates from 
the same points to St. Louis, a somewhat greater haul. 





MISROUTING OF LUMBER 


In a mimeographed report in No. 17522, Traffic Bureau, Cham- 
ber of Commerce, Lynchburg, Va., vs. Southern et al., the Com- 
mission, by division 4, upon reconsideration, has reversed its 
previous finding, 118 I. C. C. 523, that a carload of lumber 
shipped from Orangeburg, S. C., to Leesburg, Va., was not mis- 
routed. An order was entered awarding reparation of $12.49, 
with interest, to the basis of a rate of 34.5 cents. 





GRAVEL RATE PRESCRIBED 


The Commission, by division 4, in No. 18457, W. M. Spencer 
Co. vs. Atchison, Topeka & Santa Fe, mimeographed, has found 
unreasonable the current 6-cent rate on gravel from Holliday, 
Kan., to Standish, Mo., to the extent it exceeds or may exceed 
a rate of 5.5 cents, which is to be established not later than 
August 9. A like finding has been made as to the applicable 
class B rate that was charged on shipments prior to February 
1, 1926, when the 6-cent rate was put into effect. It has awarded 
reparation to the basis of 5.5 cents. 





IMPORTED WOOD PULP RATES 


A finding of unreasonableness, an award of reparation and 
an order for the future have been made in No. 16841, Interna- 
tional Paper Co. vs. Boston & Maine et al., mimeographed, as 
to rates on imported wood pulp, carloads, from Boston, Mass., to 
Fort Edward, N. Y. The Commission, by division 4, has found 
the rates assaiJed, imposed on shipments between March 23, 
1923, and July 5, 1924, unreasonable to the extent they exceeded, 
exceed or may exceeed 20.5 cents. The new rate is to be made 
effective not later than August 10 and reparation made to the 
basis of the new rate. 





MAH-JONGG SET RATES 


The Commission, by division 4, in No. 17706, Paraffine Com- 
panies, Inc., vs. Southern Pacific et al., mimeographed, has found 
the rate assailed on imported mah-jongg sets, in carloads, from 
San Francisco, Calif., to Chicago, Ill., inapplicable to the extent 
it exceeded $2.385 and awaraded reparation to that basis. It has 
found applicable, but unreasonable, the rate on domestic sets, 
also in carloads, from San Francisco and Paraffin, Calif., to Chi- 
cago, to the extent it exceeded $2.50 and awarded reparation to 
that basis. Two carloads of imported sets and two carloads of 
domestic sets, moving in November, 1923, were involved. A 
rate of $4.43 was charged. 

Commissioner Woodlock dissented, but wrote no views on 
the subject. 





CRUSHED STONE RATES 


The Commission, by division 4, in a report on further hear- 
ing, in No. 14472, Dolese Brothers Co. et al. vs. Atchison, Topeka 
& Santa Fe et al., mimeographed, has prescribed rates, in ac- 
cordance with its findings in the original report, 89 I. C. C. 110, 
on crushed stone from Buffalo and Linwood, Ia., to all destina- 
tions in northern Illinois. No order was entered in connection 
with the prescription of the rates. That was because, in the 
negotiations between the parties, agreements were reached 
whereby the complainants consented to rates higher than would 
heve resulted from strict compliance with the original findings. 
Ufider those agreements rates grading up as high as $1.50 per 
ton, many of them $1.30 per ton, have been published to points 
in the northern part of Illinois, notwithstanding the lower key- 
point rates prescribed in that area. 

Until a more comprehensive investigation of the rates on 
crushed stone and competitive materials to points in Illinois 
was had, the Commission said, it was disposed to permit the 
use of rates differing from those prescribed where defendants 
had reached agreements with complainants to that end, pro- 
vided that no undue prejudice was brought about at any destina- 
tion. The finding is as follows: 


We find that the present rates on crushed stone from Buffalo and 
Linwood, Iowa, to points in northern Illinois are in many instances 
not in accord with our original findings; that to the points named 
in the appendix hereto the rates shown in column A are in accord 
with our findings and will be reasonable for the future; and that 
to each point in northern Illinois not named in the appendix a rate 
not higher than the rate to the nearest point named in column A 
by the shortest workable route will be in accord with our findings 
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and will be reasonable for the future; but we shall permit defendants 
to effect such departures from these rates as they and complainants 
have agreed or shall agree upon. No order will be entered for the 
present, but if rates upon which the parties shall have agreed covering 
all points to which there are movements shall not have been pub- 
lished within 90 days from the service of this report an order wil] 
be entered requiring the publication of the rates herein found reag- 
sonable, subject to the condition that where a point is served by 
two or more lines defendants may restrict the application of the 
rate to the short route or routes, provided they shall publish rates 
to all intermediate local points on any route to which shipments are 
offered that shall not respectively exceed the rate named in column 
A to the point which is nearest over the shortest workable route. 


The effect of the prescription of rates in the appendix 
seems to be the creation of destination groups, five in number, 
although no boundaries are named. The grouping, if that is the 
effect, is accomplished by the prescription of a specific rate for 
a specified destination. The first named destination in each 
group and the rate, per net ton, are as follows: Agnew, 88 
cents; Polo, $1.01; Oregon, $1.13; Dwight, $1.26; and 
Girard, $1.39. 


ALLOWS FLOUR DIFFERENTIALS 


The Commission, by division 2, in a supplemental report 
written by Commissioner Campbell, in No. 16230, Ogden Grain 
Exchange vs. Arizona Eastern et al., mimeographed, has modi- 
fied its original report, 126 I. C. C. 255, so as to permit the 
making of rates on flour differentially higher than those pre- 
scribed by it on wheat, from designated points in Idaho, Mon- 
tana, Oregon, Utah, Wyoming and Colorado to destinations in 
California and Arizona. In the original report the division 
found the rates on grain and grain products not unreasonable 
except from and to points shown in an appendix to the extent 
therein set forth. 

The same rates and bases on flour as on wheat and some- 
what lower rates and bases on coarse grains were required by 
the report. In the original report the Commission made the 
statement that the complainant desired rates on flour to the 
destination territory involved, generally 5 cents higher than 
those on wheat, except to the Imperial Valley and Arizona. To 
them 7 cents over wheat was proposed by the complainant. 

Representations by the complainant and the defendants 
since the issuance of the original report, Commissioner Camp- 
bell said, were to the effect that the establishment of the 
same rates on flour and on wheat would break down the 
differential relationship between flour and wheat from and to 
many, if not most, of the points between which the assailed 
rates were found not unreasonable. Therefore both the defen- 
dants and the complainant asked for a modification of the 
original report and order so as to permit the continued main- 
tenance of rates on flour differentially higher than the con- 
temporaneous rates on wheat. 

Commissioner Campbell said the rate relationship between 
wheat and flour was before the Commission in the general in- 
vestigation under the Hoch-Smith resolution. In view of the 
desire of the complainant and of the defendants that the rates 
on flour from and to the points involved be permitted to con- 
tinue at a higher level than the contemporaneous rates on wheat, 
said Mr. Campbell, the Commission saw no valid objection to 
modifying the original report and order so as to accomplish 
that desire. Therefore the report and order were modified to 
the extent indicated in an appendix to this report, with the 
understanding that the rates on flour found in the original 
report unreasonable should not exceed the contemporaneous 
rates on wheat by more than 5 cents per 100 pounds to desti- 
nations in California, except the Imperial Valley, and Arizona, 
to which they should be 7 cents. 


RATES ON HOGS AND SHEEP 


With Commissioners Hall, Eastman, Woodlock and Brainerd 
dissenting, the Commission, in a mimeographed report on argu- 
ment in No. 15548, Cudahy Packing Company vs. Director-Gen- 
eral, as agent, has affirmed the finding in 104 I. C. C. 705, that 
shipments of hogs and sheep from South Omaha, Neb., Sioux 
City and certain other points in Iowa to Kansas City and 
Wichita, Kan., on which charges were collected based on actual- 
value rates, were not overcharged, and has dismissed the 
complaint. 

Complainant sought refund of alleged overcharges on 427 
shipments of hogs and one shipment of sheep, from the markets 
of Sioux City, Ia., and South Omaha, Neb., and from country 
shipping stations in Iowa, to its packing plants at Kansas City 
and Wichita, Kan. In the original report the Commission found 
that the shipments were subject to graded rates based on the 
actual value of the stock, that they were not of a value entitling 
them to the lower rates sought and that the rates charged were 
applicable. On petition of complainant the proceeding was re- 
opened for oral argument. 

Remarking that the facts were set forth in the original 
report, the Commission said it was sufficient to say that the 
claim was based squarely on the principle applied in North 
Packing & Provision Company vs. C. M. & St. P., 69 I. C. C. 235, 
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g0 I. C. C. 737. In that case it was found, in effect, that actual- 
value rates and released rates alike operated as limitations on 
the shipper’s right of recovery for the full actual loss, damage 
or injury to the property transported; that under section 20 of 
the interstate commerce act, as amended, all such attempted 
limitations, when not published under authorization by the Com- 
mission, were void, and that the lowest of such graded rates, 
stripped of their void limitations which should be ignored as 
though not present in the tariffs, were applicable upon ship- 
ments regardless of value. That decision, the report said, was 
overruled by Crown Overall Manufacturing Company vs. Direc- 
tor-General, 100 I. C. C. 471, in which the Commission said it 
pointed out the clear distinction between rates in connection 
with which a declaration of value was required as a released 
value, and those rates where the declaration required was the 
actual value of the shipment, the principle underlying the latter 
rates being that the articles covered by the different groups of 
valuations were in fact so different from a transportation stand- 
point as to constitute in effect different commodities. In the 
case of the latter, called actual-value rates, the Commission 
said, there was no holding forth by the carrier of an offer to 
transport goods of the higher values at the lower rates in con- 
sideration of release by the shipper of the carrier’s liability, and 
the value declared was not given as a measure of the carrier’s 
liability, but as a part of the necessary description of the goods. 
The Commission said it therefore concluded that released rates 
and actual-value rates might be fairly and effectively differen- 
tiated, and that actual-value rates should be applied as published. 

Complainant on reargument, the Commission said, presented 
nothing that had not been fully considered. It said it was not 
necessary to repeat the reasoning on which its conclusion was 
based as that was set forth at length in the Crown Overall case. 
It was sufficient to say, the Commission continued, that the first 
Cummins amendment, which abolished in interstate commerce 
the whole system of released rates based on agreed valuations, 
did not abrogate actual-value rates, and such rates were con- 
tinued in effect even on ordinary live stock, citing Iowa Rail- 
road Commission vs. A. T. & S. F., 36 I. C. C. 79. The second 
Cummins amendment, the Commission said, provided only that 
the provisions of the first Cummins amendment declaring limi- 
tations of liability to be unlawful should not apply, first, to bag- 
gage of passengers, and, second, to property, except ordinary 
live stock, concerning which the Commission should expressly 
authorize or require the carriers to maintain released rates; and 
defined the term “ordinary live stock.” The second amendment, 
it said, dealt only with limitations of liability. 

If actual-value rates operated as limitations of liability, they 
would have been unlawful under the first Cummins amendment, 
the Commission said; but that, as stated, it had held, after en- 
actment of the first amendment, that they did not operate as 
limitations, and that it was so held by the Supreme Court in 
Adams Express Company vs. Darden, 265 U. S. 265, and that in 
the Iowa Railroad Commissioners case, it had fixed a schedule 
of reasonable valuations for ordinary live stock. If actual-value 
rates did not act as limitations on the shipper’s right of recovery 
prior to the enactment of the second Cummins amendment, 
neither did they operate as limitations after that enactment, the 
Commission said. 

In his dissenting opinion, in which Commissioners Eastman, 
Woodlock and Brainerd concurred, Commissioner Hall said it 
seemed idle to amplify his expression of dissent from the 
original findings of the majority which the majority here af- 
firmed. Apparently, he said, the carriers would be free to rein- 
state in their tariffs rates on ordinary live stock graded accord- 
ing to values which they required the shipper to declare. He 
said that that could not be reconciled with the provisions of the 
second Cummins amendment. He said the distinction between 
actual value and released value applied by the majority to such 
commodities as were considered in the Crown Overall case were 
resolved into their constituent elements and disappeared when 
applied to ordinary live stock. He said the second Cummins 
amendment swept away all such niceties and in his opinion 
made unlawful and thus ineffectual every attempt to grade rates 
on ordinary live stock, as therein defined, according to value, 
actual or agreed, declared, released or other. 

In the majority report, the Commission said it should per- 
haps be added that there was no issue as to the reasonableness 
of maintaining actual-value rates on shipments of ordinary live 
stock, and that such rates on ordinary live stock were elim- 
inated from the tariffs shortly after the movement of the ship- 
ments here considered. It said the allegations of unreasonable- 
ness was not seasonably presented, and was abandoned at the 
hearing. 


PETITIONS FOR REHEARING, ETC. 

The defendants in No. 15255 (and Sub. No. 1), Chestnut & 
Smith Corp. et al. vs. Aberdeen & Rockfish et al., operating 
west of Mississippi River, have asked the Commission to modify 
its order therein. 

The Alabama Iron & Steel Shippers’ Conference, Cast Iron 
Pipe Division, has asked the Commission to grant a rehearing 
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in No. 9702, Memphis-Southwestern Investigation, and No. 13535 
et al., Consolidated Southwestern Cases, respecting the rates 
on and description of cast iron pipe fittings, etc. 

The complainants in No. 16998 (and Subs. 1 and 2), Harry 
J. Lewis Co. et al. vs. Cincinnati, New Orleans & Texas Pacific 
et al., and I. and S. No. 2725, berries, from Alabama and Ten- 
nessee to Central Freight Association territory, have asked the 
Commission to grant a rehearing therein. 

The Texas complainants, viz., Acme Brick Co., Bridgeport 
Brick Co., Elgin-Butler Brick & Tile Co., Elgin-Standard Brick 
Mfg. Co., Thurber Brick Co. and Wichita Falls Brick & Tile 
Co., in No. 14617, Acme Brick Co. et al. vs. Alabama & Missis- 
sippi et al., and cases grouped therewith, have asked the Com- 
mission to modify and amend its supplemental report and order, 
entered therein June 18, 1926, 113 I. C. C. 169. 

The complainants in No. 14695, Patterson Produce Co. vs. 
Abilene & Southern et al., and No. 18263, Stahl Brothers vs. 
Galvestion, Harrisburg & San Antonio et al., have asked the 
Commission for rehearing and/or reargument and/or recon- 
sideration. 

The complainant in No. 17241, Jacob E. Decker & Sons vs. 
Chicago & North Western, has asked the Commission to reopen 
this proceeding and to permit a reargument. 

The Director-General, defendant in No. 12479, American 
Ship Building Company et al. vs. Director-General et al., has 
asked the Commission to vacate and set aside its reparation 
order therein of May 9, 1927. 

The complainant in No. 16834, John Morrell & Co. vs. Union 
Pacific et al., has filed a second petition for rehearing and recon- 
sideration and asking that reparation be awarded based on rate 
of 25 cents prior to May 23, 1925, without reargument, or, if a 
reargument is necessary, that the case be reopened and reargu- 
ment allowed. 

The defendants participating in ocean-rail and rail ocean- 
rail routes and rates from Atlantic seaboard territory to Mar- 
shall and Jefferson, Texas, have asked the Commission, in their 
second petition, to reopen No. 14323, Cities of Marshall and 
Jefferson, Texas, vs. Texas & Pacific et al., for reconsideration, 
and upon reconsideration that it modify its prior decision and 
order reported, 120 I. 'C. C. 455, and enter an order denying 
reparation on any shipments which moved in the reparation 
period involved. 

The complainant in No. 15219, Montgomery Cotton Exchange 
vs. Seaboard Air Line et al., has asked the Commission to strike 
from the files in this cause defendant’s brief dated June 6, 
1927, and exclude it from consideration by the Commission in 
the Commission’s determination and disposition of this case. 

Agent Toll, for and on behalf of defendant carriers in No. 
17076, Pacific State Lumber Co. et al. vs. Great Northern et al., 
has asked the Commission to postpone the effective date of the 
order entered therein, from July 25, 1927, to August 25, 1927. 

The complainant, Campbell Store vs. New York Central 
et al., in No. 18123, Tex-Mex-Jobbing House vs. Lehigh Valley 
et al., and complainants in No. 17612, Apex Co. et al. vs. Alabama 
& Vicksburg et al., have asked the Commission to reopen No. 
18123, for the purpose of taking new evidence. 

The defendants in No. 17723, Dr. Miles Medical Co. vs. Balti- 
more & Ohio et al., have asked the Commission to reopen and 
reconsider its decisions in this proceeding. 


COMMISSION ORDERS 


The order of May 17, 1924, in No. 14747, Afterthought Copper 
Co. vs. Director-General, as agent, California, Shasta & Eastern 
et al., has been vacated and set aside. 

The order entered in No. 17204, Concrete Steel Co. et al. 
vs. Baltimore & Ohio et al., on April 2, 1927, as subsequently 
modified, which was by its terms made effective June 17, 1927, 
has been further modified so that it will become effective on 
July 17, 1927. 

The order entered in I. & S. 2440, salt from New York 
points to eastern, New England and Canadian points, No. 14250, 
Diamond Crystal Salt Co. et al. vs. Aberdeen & Rockfish et al., 
and No. 16695, International Salt Co., Inc., et al. vs. Adirondack 
& St. Lawrence et al., on February 14, 1927, and which was sub- 
sequently modified so as to become effective on June 23, 1927, 
has been further modified so that it will become effective on 
July 8, 1927. 

The Commission has dismissed No. 16854, E. H. Rolf Coal 
& Supply Co. vs. Chesapeake & Ohio et al., and No. 19405, 
Vortex Manufacturing Co. vs. Abilene & Southern et al., the 
same having been satisfied. 


The complainant’s third petition for rehearing, reargument 
and reconsideration in No. 11468, Bartlesville Zine Co. vs. Direc- 
tor-General, as agent, has been denied. 

The order entered in No. 17607, Fiero & Monnin vs. Penn- 
sylvaniaa, on May 9, 1927, dismissing the complaint in this pro- 
ceeding, has been vacated and set aside. 

The complainant’s petition for rehearing in No. 16480, John 
S. Robinson, doing business as Norfolk Hide & Metal Co., vs. 
Santa Fe et al., has been denied. 

The complaint in No. 17569, Kansas City Live Stock Ex- 
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change et al. vs. Santa Fe et al., has been dismissed upon request 
of complainants. 

The complaint in No. 19007, C. A. Bryant Co., Inc., et al. vs. 
Alabama & Vicksburg et al., has been dismissed upon request 
of counsel for complainants. 

The Commission has reopened No. 14301, Armour & Co. vs. 
Great Northern, for reconsideration. 

The petitions of complainant for oral argument and recon- 
sideration and of intervener for rehearing, in No. 17641, Beggs 
& Cobb., Inc., vs. Boston & Maine et al., have been denied. 

The Savannah & Atlanta, Charles E. Gay, Jr., receiver, has 
been permitted to intervene in No. 19480, Inland Waterways 
Corp., operating Mississippi-Warrior Service, et al. vs. Alabama 
Great Southern et al. 

The order entered in No. 16970 (and Sub. 1), Petroleum Oils 
Corp. et al. vs. Santa Fe et al., on January 12, 1927, which was 
by its terms made effective March 10, 1927, and subsequently 
modified so as to become effective on June 20, 1927, has been 
further modified so that it will become effective on July 20, 1927. 

The orders entered in No. 17011, American Salt Co. et al. vs. 
Abilene & Southern et al., and No. 17218, Wilson & Co., Inc., 
of Oklahoma, vs. Chicago, Rock Island & Pacific et al., on De- 
cember 16, 1926, as modified or supplemented by the supple- 
mental orders entered herein of June 7, 1927, have been modified 
so as to permit the filing and posting of schedules in compliance 
therewith upon not less than ten days’ notice to the Commission 
and to the general public instead of thirty days. 

The order of January 14, 1924, in No. 13413, in the matter 
of automatic train control devices, has been modified so as to 
provide that the effective date for fulfillment thereof shall be 
December 31, 1927, in lieu of July 1, 1927, as to the Reading, 
New Haven, Central of New Jersey, and Lehigh Valley. 

The order of January 14, 1924, in No. 13413, in the matter 
of automatic train control devices, has been modified so as to 
provide that certain locomotives operating over tracks of the 
B. & O. in and near Philadelphia be exempted from requirements 
as to automatic train control equipment. 

The petition of Western Terminal Grain Markets Traffic 
Committee in No. 15082, Capital Grain & Feed Co. et al. vs. 
Illinois Central et al., for leave to intervene and for further 
hearing, has been denied. 


The Commission has dismissed the complaint in No. 17695, 
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bama & Vicksburg et al.; No. 18591, Berthold & Jennings Lum- 
ber Co. vs. Gulf, Mobile & Northern et al.; No. 19319, North 
American Cement Corp. vs. Central Railroad of New Jersey 
et al.; and No. 19320, Nichols Contracting Co. vs. Seaboard Air 
Line, the same having been satisfied. 

The Commission has dismissed the complaint in No. 16280, 
Alabama Feed & Grocery Co. et al. vs. Alabama Great Southern 
et al.; No. 15600 (and Sub. Nos. 1 to 18, inclusive), Brattain & 
Son et al. vs. Big Four et al.; No. 19003, Commercial Exchange 
of Philadelphia vs. West Shore et al.; No. 19050, Brown Coal 
Co. et al. vs. Norfolk & Western et al.; No. 19250, Keeley 
Construction Co., Inc., vs. Baltimore & Ohio et al.; No. 19274, 
Jackson Traffic Bureau, for Cotton Mills Product Co., vs. Illinois 
Central et al.; No. 19423, Bates & Rogers Construction Co. vs. 
Chicago & North Western; No. 19458, North American Cement 
Corp. vs. Delaware & Hudson et al.; and No. 19479, Jackson 
Traffic Bureau, for Lawrence Construction Co., vs. Illinois Cen- 
tral et al., upon complainants’ request. 

The Commission has reopened, for further hearing, No. 
11224 (and Sub. No. 1), Chicago Coal Merchants’ Assn. vs. Di- 
rector-General, as agent, Santa Fe, et al., and has permitted 
Marquette Coal & Mining Co. to intervene therein. 

The Commission has reopened, for reconsideration on the 
record as made, No. 16728, Lautz Marble Corp. vs. Erie et al. 

The petition of A. B. Enoch, general attorney, Chicago, Rock 
Island & Pacific, dated June 9, 1927, for a further postponement 
of the effective date of fourth section order No. 9468, class and 
commodity rates in Western Trunk Line territory, entered Feb- 
ruary 12, 1927, in Chicago, Rock Island & Pacific and Chicago, 
Rock Island & El Paso applications Nos. 1675, 1700 and 1706, 
as modified by supplemental fourth section order No. 9468 of 
May 12, 1927, has been denied. 

The petition for further hearing filed on behalf of western 
trunk line carriers, in I. and S. 2595, meats and packing-house 
products to, from, and between southwestern and western trunk 
line points; No. 15389, Swift & Co. vs. Santa Fe et al.; No. 15446, 
Albert Lea Packing Co. et al. vs. Rock Island et al.; No. 15606, 
Armour & Co. et al. vs. Santa Fe et al.; No. 18473, George A. 
Hormel & Co. vs. Milwaukee et al.; No. 18471, Swift & Co. vs. 
Santa Fe et al., and fourth section applications Nos. 469, 1848, 
12788, 12795, 12806, 12807, and 12886, has been denied. 


SUSPENDED TARIFFS 


In I. and S. No. 2933, the Commission has suspended from 
June 18 until January 18 schedules as published in the following 
tariffs: J. E. Johanson, agent: Supplement No. 25 to I. C. C. 
No. 1647; F. L. Speiden, agent: Supplement No. 25 to I. C. C. 
No. 762. The suspended schedules propose to increase the rates 
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on corn, oats, rye, barley, feterita and sorghum grain, carloads, 
from certain Panhandle and Santa Fe Railway stations in Texas 
to destinations in the Mississippi Valley and Southeastern ter- 
ritories when made on Memphis, Tenn., combination. The fol- 
lowng is illustrative, rates in centers per 100 pounds, from Fer- 
guson and Post, Tex.: 


To Birmingham, Ala., present 61, proposed 69; Chattanooga, Tenn., 
present 5744, proposed 66144; Atlanta, Ga., present 63%, proposed 71%. 


The Commission, in I. and S. No. 2934, has suspended, from 
July 1 to February 1, Johanson’s I. C. C. No. 1950, the agency 
tariff by means of which the interested carriers propose to 
change off-track and constructive receipt and delivery of freight 
in St. Louis and East St. Louis against which St. Louis interests 
have protested and about which, in formal docket No. 19594, 
transfer of freight within St. Louis and East St. Louis by dray 
and truck for and on behalf of railroads, the Commission has 
instituted an inquiry of its own. (See Traffic World, June 4, 
p. 1463.) 

As summarized by the Commission the suspended schedules 
proposed to eliminate arrangements for off-track depot receipt 
and delivery of both carload and less-than-carload freight 
through transfer companies at St. Louis and East St. Louis, 
except that designated depots, principally of the Columbia 
Transfer Co., would be continued for the handling of less-than- 
carload freight. They further proposed to reduce the allowances 
to transfer companies on constructive deliveries. The present 
allowances range from 1 to 3.5 cents per 100 pounds on carload 
freight and from 2 to 4 cents on less-than-carload freight. The 
proposed schedules would limit such allowances to 1 cent per 
100 pounds on carloads and 2 cents on less-than-carload freight. 


TEXAS COMMON POINT QUERY 


The Traffic World Washington Bureau 


It is the desire of the Commission that those interested in 
the question as to whether every vestige of the Texas common 
point method of making rates shall be wiped out give their 
attention to No. 17498, Litwood Oil & Supply Co. et al. vs. 
Atchison, Topeka & Santa Fe et al., and the three oil cases 
joined with it, that have been reopened for further hearing (see 
Traffic World, June 11, p. 1525). 

The fundamental query in the reopened cases is as to 
whether the Texas way of making rates on petroleum products 
from Oklahoma and Kansas points into northern Texas and 
into the panhandle of that state shall be preserved as to such 
traffic or whether the principle enunciated in Consolidated 
Southwestern Cases, 123 I. C. C. 203, shall be extended to oil. 
Back of the question in this case lies the query whether that 
Texas method, which is the foundation of the Texas common 
point adjustment, shall be used in making rates on anything. 

In its notice respecting these oil cases the Commission said 
it had, in effect, in the Consolidated Southwestern Cases, con- 
demned the blanket principle of rates as applied in Texas in 
respect of class and certain commodity rates, not, however, 
including petroleum. It said that, however, if the principles 
therein announced were applied in the oil cases, the effects 
would be far reaching, based upon records made at a time when 
such a result could not have been reasonably anticipated, and 
which failed wholly to afford a basis for dealing adequately with 
the situation in the light of the changed conditions. 

One of the points made by the complainants in the reopened 
cases was that they had to pay rates on their short haul traffic, 
to points in northern Texas, exactly the same as those imposed 
on traffic destined to Brownsville, Corpus Christi or other des- 
tinations in the Rio Grande Valley, hundreds of miles beyond 
the destinations to which they were shipping. 

The examiners, in the reopened cases, respecting the testi- 
mony as to the history of the adjustment which was to the 
effect that the principles approved by the Commission in deal- 
ing with the blanket rates resulting from the common-point and 
differential-point method of making rates, were applied in the 
making of these rates, recommended their dismissal. In the 
Consolidated Southwestern Cases, the Commission, in effect, 
condemned what it had theretofore approved, in so far as class 
and some commodity rates were concerned. Now it has raised 
the question whether it should go farther and likewise condemn 
the oil rates that have been made on that basis. Wherefore 
it desires that wide notice be taken of these cases so that the 
records therein will have material for its consideration that 
will bear on the principles involved, rather than have it con- 
fined precisely and technically to the issues limited as in the 
proposed reports of the examiners. 


D. & H. CONTROL OF B. R. & P. 


Oral argument will be heard by the Commission July 9 on 
the applications of the Delaware & Hudson for authority to ac- 
quire control of the Buffalo, Rochester & Pittsburgh, by lease, 
and for authority to operate over tracks of the Pennsylvania to 
connect the D. & H. and the B. R. & P. lines. 





§ 
( 
( 





D.. 26 


ads, 
€Xas 
ter- 
fol- 
Fer- 


be 4 
SS 


rom 
ney 


ght 
Sts 
094, 
ray 
has 

4, 


les 
ipt 
rht 
‘is, 
dia 
in- 
es 
nt 
ad 
he 
er 
it. 


Oa’ SEB 


—PF Se wy 


June 25, 1927 





GRAPE CAR PLAN REPORT 


In a proposed report on No. 18942, T. N. and B. B. Sample 
et al. vs. Atchison, Topeka & Santa Fe et al., John L. Rogers, a 
member of the Commission’s bureau of service, acting as special 
examiner, said the Commission should find that the allegation 
that, in 1926, the defendants had neglected and failed to pro- 
cure or make provisions for the furnishing of an adequate 
number of cars for the transportation of grapes from California, 
had not been sustained. Further, he said, the Commission 
should find the defendants’ rules, regulations and practices with 
respect to furnishing refrigerator cars for grape loading in Cali- 
fornia in periods of car shortage, commonly referred to as the 
grape car plan, not unreasonable or to result in undue pref- 
erence or prejudice, except as noted in the report. 

Specifically, the examiner said the Commission should find 
that the allegation that undue prejudice existed by reason of the 
requirement of a surety company bond guaranteeing the pay- 
ment of freight charges had not been sustained. He said the 
requirement of a surety company bond was not unusual, in cir- 
cumstances such as surrounded the movement of such a perish- 
able commodity as grapes, in ordinary business transactions. 

The examiner said the Commission should say that it could 
see no good reason why the carriers’ representatives could not 
do all that was necessary in the consideration of the requests 
or estimates of shippers for cars, without the assistance or 
advice of individuals, who, in most if not all instances, were 
personally interested in the grape deals. That was said in con- 
nection with the work of the District Public Advisory Com- 
mittee, set up under the plan, to consider requests for cars. 
Rogers said that that was not to be considered as reflecting 
on the personnel of the committee, but simply an observation 
which was dictated by the spirit and the mandate of the law. 
He said it was felt that the District Public Advisory Committee 
should be discontinued as a part of the grape car plan, and that 
the Commission should so find. 

Rogers also called attention to the fact that the law forbade 
the disclosure of information about the business of shippers in 
connection with his discussion of one of the forms used in the 
execution of the Grape Car Plan, 1926. On that form, called 
Statement of Car Requirements, to be filed with the Joint Rail- 
road Representative provided for by the plan, Rogers said, was 
a printed statement authorizing the latter to discuss the data 
shown in the statement, with the District Public Advisory Com- 
mittee. That was followed by a statement that if the shipper 
objected to having the data discussed with the committee, such 
objection should be indicated in writing. Rogers said that the 
disclosure of such information by carriers, without the consent 
of the shipper, would clearly be in violation of section 15. 

“It is doubtful, however,” he said, “that the printed authori- 
zation as included on this form, coupled with mere failure of 
the shipper to indicate his objections in writing, can properly 
be construed as consent of the shipper as contemplated by the 
act. In view of the provisions of the act it appears that no 
finding by the Commission is necessary with respect to this 
matter, but the carriers should see that the provisions of the 
act are observed in the future.” = 


REWEIGHING OF COAL 


Dismissal of the complaint in No. 18659, Fullerton Lumber 
Company vs. Chesapeake & Ohio et al., has been recommended 
by Examiner P. F. Mackey on a proposed finding that refusal 
of defendants to accept requests for reweighing at scale nearest 
destination when tendered on shipping orders for interstate 
movements of coal between points in Kentucky, Tennessee and 
West Virginia and points in Iowa and elsewhere on western 
trunk lines is not an unreasonable practice or otherwise un- 
lawful. Complainant alleged that it shipped coal from the points 
of origin indicated for resale to destinations on western trunk 
lines which, as delivering carriers, received the shipments either 
directly from defendants’ lines or through intermediate car- 
riers, and that in the handling of these shipments defendants 
as originating carriers refused to accept requests noted upon 
the original shipping orders for reweighing at scale nearest des- 
tination, and that such refusal was in violation of the interstate 
commerce act. The Corn Belt Dealers’ Association intervened 
in support of the complaint. The examiner said the sole issue 
was whether requests for reweighing should be made to the orig- 
inating or to the delivering carriers. He said western trunk 
lines had joined in the publication of a tariff circular containing 
the following reweighing rule: “When shippers or consignees 
request reweighing of a car, such request when practical, will 
be complied with.” ‘Complainant contended that this rule was 
applicable to the movement over the origin lines. Defendants, 
the examiner said, pointed out that no specific reference to the 





Proposed Reports in I. C. C. Cases 


THE TRAFFIC WORLD 1637 


circular was made in their individual rate tariffs and they in- 
sisted that, without such reference, the rule in question could 
have no application over their lines. 


RATE ON BUILDING TILE 


In a proposed report in No. 19123, Acme Brick Company vs. 
Chicago, Rock Island & Gulf et al., Examiner Paul A. Colvin 
has recommended that the Commission find that the rate of 20.5 
cents, charged on four carloads of hollow building tile shipped 
from Wichita Falls, Tex., to Anton, Tex., over an interstate 
route, was not unreasonable. He said a fifth carload was over- 
charged and recommended an award of reparation. 


RATES ON STEEL TOOL BOXES, ETC. 


Examiner F. A. Clifford has recommended dismissal of the 
complaint in No. 19158, Globe Machine & Stamping Company vs. 
New York Central et al., on a finding that rates applicable on 
a mixed carload of steel tool boxes, automobile luggage boxes 
and racks, shipped from Cleveland, O., to Seattle, Wash., and 
the charges sought to be collected thereunder, are not shown 
to have been unreasonable or otherwise unlawful. Outstanding 
undercharges should be collected, he said. 


RATE ON LUBRICATING-OIL STOCK 


In a proposed report in No. 16101, Midland Refining Com- 
pany et al. vs. Atchison, Topeka & Santa Fe et al., Attorney- 
Examiner John H. Howell has recommended that the Commis- 
sion find that a rate of 42 cents on lubricating-oil stock from 
points in the Houston, Tex., group to Eldorado, Kans., was not 
unreasonable as applied to past shipments, but that it is and 
for the future will be unreasonable to the extent that it exceeds 
or may exceed 34 cents. 


REPARATION ON BORINGS 


An award of reparation has been recommended by Examiner 
A. J. Sullivan in a proposed report in No. 19190, Joseph Schon- 
thal Company vs. New York Central, on a finding that a rate 
of $2.90 per long ton, charged on two carloads of iron and steel 
borings, shipped from Dunkirk, N. Y., to Cleveland, O., was un- 
reasonable to the extent it exceeded $2.52, a rate applicable 
from a more distant point. Defendant made no defense. 


LUMBER COMPLAINT DISMISSED 


Examiner R. J. Olentine has recommended dismissal of the 
complaint in No. 19118, H. F. Stanley Lumber Company vs. Yazoo 
& Mississippi Valley et al., on a finding that rates and charges 
collected on a carload of lumber shipped from Brandon, Miss., 
to Wynona, Okla., and ordered diverted to Depew, Okla., were 
applicable and that the rate assailed was not unreasonable. 


OVERCHARGE ON LUMBER 


Direction for refund of overcharges and dismissal of the 
complaint have been recommended by Examiner Paul A. Colvin 
in No. 18956, Pine & Cypress Manufacturing Company vs. Nor- 
folk & Western et al., on a finding that a carload of yellow 
pine lumber shipped from Morton, Miss., to Roanoke, Va., and 
reconsigned from that point to Richmond, Va., was overcharged. 
A rate of 55 cents was charged. The applicable rate was 33 
cents, the examiner said. 


OVERCHARGES ON COAL 


On a finding that demurrage charges assessed on shipments 
of coal from West Virginia mines to Sewalls Point, Va., for 
transshipment by vessels, were illegally assessed, Examiner Paul 
O. Carter has recommended that the overcharges be ordered 
refunded, in No. 18856, Pocahontas Fuel Company, Inc., vs. 
Virginian. 


ROCK ISLAND ABANDONMENT CASE 


That the application of the Chicago, Rock Island & Pacific 
for authority to abandon the right to use a line of railroad of the 
Denver & Rio Grande Western between Denver and Pueblo, 
Colo., be dismissed for want of jurisdiction so far as it relates 
to the abandonment of the right to use, as distinguished from 
the operation of, the railroad, and to the abandonment of use 
of that part of the line in question not used by the Rock 
Island since the effective date of the transportation act, 1920, 
has been recommended by Examiner O. D. Weed in a proposed 
report in finance No. 5919. The examiner further recommended 
that a certificate be issued conditionally authorizing the Rock 
Island to abandon the use and operation of the railroad and 
terminal facilities of the Denver & Rio Grande Western now 
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being used by the applicant at Denver and Colorado Springs, 
Colo. The report said what the applicant particularly wished 
was to be relieved from its obligations under agreements relat- 
ing to use of the facilities. 

Examiner Weed said the Commission was not empowered 
to authorize the abandonment by a carrier of its mere right 
to operate over the railroad of another carrier, as distinguished 
from its operation over such railroad. A carrier could not, he 
said, without the Commission’s authorization, lawfully abandon 
the operation of a railroad which it was operating, but that if 
it had a contractual right to operate over another carrier’s rail- 
road which it had not exercised since the effective date of the 
transportation act, 1920, the Commission had, under the statute, 
no jurisdiction over the abandonment of such right. He said 
the Commission seemed to have no jurisdiction over the appli- 
cation of the Rock Island for authtority to abandon operations 
over the main line of railroad between Denver and Pueblo, 
which it had not been using since 1918. Terminals at Denver 
and Colorado Springs, however, he said, which the Rock Island 
was still using, were clearly parts of the line of railroad of the 
D. R. G. & W., within the meaning of paragraph 18 of section 1 
of the act, and that the Commission had jurisdiction of abandon- 
ment of operation over the parts still in use by the applicant. 

Examiner Weed expressed doubt as to just what extent the 
orders of the Commission might relieve carriers from their 
agreements. He saw no reason, however, why the Commission 
should not authorize the Rock Island to discontinue operations 
under the agreements involved, which the applicant regarded 
as unjust, provided it supplied itself with other adequate ter- 
minal facilities. 

“Public convenience and necessity would seem to permit 
such change of facilities and the Commission is not concerned 
to see that carriers perform their contractual obligations to 
others than the public,’ said the examiner. “If a carrier has 
made or inherited an unfortunate contract, the performance of 
which has become inequitable and burdensome, it is no part of 
the Commission’s duty to enforce the financial provisions of 
that contract.” 

Whether the applicant could obtain any relief from its finan- 
cial obligations under the agreements, he said, was evidently 
a matter for the courts to decide. 

Authority to abandon use and operation of the facilities of 


the D. R. G. & W. at Denver and G@olorado Springs, he said, - 


should be conditioned on the Rock Island providing itself with 
other suitable terminal facilities. 





FINDS AGAINST ACQUISITION 


A recommendation that the Commission find against acqui- 
sition of control of the Chesapeake & Curtis Bay Railroad Com- 
pany by the Western Maryland Railway Company, by purchase 
of capital stock for the sum of $325,000, has been made by 
Examiner Thomas F. Sullivan in a proposed report in finance 
No. 6173. The Chesapeake & Curtis Bay owns about 2 miles 
of track in the Wagner’s Point district in Baltimore, Md., and 
owns jointly with the Texas Oil Company an additional four- 
tenths of a mile of track. It also owns some land. 

The Pennsylvania railroad intervened in the proceeding 
and undertook to show that the price that the applicant pro- 
posed to pay for the Chesapeake stock was excessive, and that 
the Pennsylvania should be permitted to participate in the 
control and operations of the line equally with the Western 
Maryland. The examiner said the present record showed no 
justification for a valuation of $325,000 for the Chesapeake prop- 
erty. He said that, in the light of the facts presented, the Com- 
mission should find that the price that the applicant proposed 
to pay for the stock was too high. He also said it appeared 
clear that no change in the control of the Chesapeake should 
be authorized unless the acquisition be undertaken jointly and 
equally by the Western Maryland and the Pennsylvania. 


LACKAWANNA BOND DISPOSITION 


Attorney-Examiner C. E. Boles, in finance No. 2443, New 
York, Lackawanna & Western, stock and bonds, and finance 
No. 5055, bonds of the Morris & Essex, has recommended that 
the Commission deny the supplemental applications of the 
Delaware, Lackawanna & Western for a modification of the 
orders authorizing that carrier to issue $13,635,000 of first and 
refunding mortgage bonds; and of the Morris & Essex to issue 
$11,582,000 of construction mortgage gold bonds; and the Dela- 
ware, Lackawanna & Western to assume obligation and liability, 
as guarantor in respect of those bonds, so as to permit the latter 
to dispose of the first and refunding mortgage bonds and 
$10,000,000 of construction mortgage gold bonds. Former reports 
in these cases are in 72 I. C. C. 351, and 105 I. C. C. 141. 

The Lackawanna wanted to transfer the bonds in question 
to the Lackawanna Securities Company, incorporated by it, in 
March, 1927, for the stock issues of the securities company, 
844,411 shares of no par value, and then to distribute the stock 
of the securities company to owners of the Lackawanna stock 
in the ratio of one share of the capital stock of the securities 
company for two shares of the stock of the Lackawanna. 
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The applicant desired to do that so as to bring the price 
of Lackawanna stock to what it thought would be a better basis 
for popular investment. The examiner said the Lackawanna 
claimed that if it could dispose of the securities as proposed, its 
stock would be materially reduced in market value and would 
become more attractive as an investment. Boles said the dis- 
position of the bonds in the way proposed would materially 
increase the interest burden of the Lackawanna without apparent 
necessity, and that the assumption of obligation and liability as 


proposed had not been shown to be compatible with the public 
interest. . 


TENTATIVE VALUATION REPORTS 


The Maryland and Pennsylvania Railroad Company, as of June 
30, 1918, total owned property, $3,075, 910; total used property, $3,595,- 
702. Report also covers property of the Maryland and Pennsylvania 
Terminal Railway Company, valued at $500,000, as of June 30, 1918, 
leased to the Maryland and Pennsylvania Railroad Company. 

The Lake Terminal Railroad Company, as of June 30, 1919, owned 
and used property, $2,006,458. 

The Washington (D. C.) Terminal Company, as of June 30, 1915, 
total owned property, $12,016,731; total used property, $11,525,000. 
Original net cost to valuation date of the property was found to be 
approximately $12,336,009, comprising approximately $15,298,839 of 
recorded money outlay less $3,000,000 contributed by the United States 
government, plus $37,170 of discount on funded debt applicable to the 
construction period. 

Chicago, West Pullman & Southern Railroad Company, as of 
io 1919, total owned property, $461,418; total used property, 
o4/4,0 e 

Seaboard Air Line Railway Company, and affiliated lines, as of 
June 30, 1918, total owned property, $125,481,756; total used property, 
$129,616,457. On date of valuation the Seaboard had outstanding a 
total par value of $190,938,527.20 in stocks and long-term debt, of 
which $37,019,400 represented common stock, $23,931,400 preferred 
stock, $129,884,166.66 funded debt unmatured, and $103,560.54 non- 
negotiable debt to an affiliated company. Investment in road and 
equipment, including land, was stated in the books of the carrier 
as $190,397,699.99, on date of valuation. With readjustments required 
by the Commission, this would be reduced to $187,946,745.3 Cost of 
reproduction new of common-carrier property other than land and 
materials and supplies, owned, was found to be $124,169,344; and of 
total used property, $127,824,310. Cost of reproduction less depreciation 
of total owned property was found to be $98,285,919, and of total 
used, $101,195,474. 

Butte, Anaconda & Pacific Railway Company, as of December 31, 
1920, total owned property, $7,070,414; total used property, $7,289,235. 


UNCONTESTED FINANCE CASES 


The Union Pacific has been authorized to issue and sell $26,835,000 
of 40-year 41% per cent gold bonds at not less than 94%4 per cent 
of par and accrued interest. 

The Northern Railroad Company of New Jersey has been au- 
thorized to issue and sell $707,000 of general mortgage 41% per cent 
gold bonds at not less than 92% per cent of par and accrued interest, 
with payment of a commission of 2 per cent. The Erie has been 
authorized to assume obligation and liability, as lessee, in respect 
of the payment of interest on the bonds. 

W. Stephenson, receiver of the Missouri & North Arkansas, has 
been authorized to issue $282,000 of 6 per cent receiver’s certificates. 

The South Omaha Terminal Railway Company has been author- 
ized to acquire and operate a line of railroad in Douglas county, 
Neb., and to issue $1,650,000 of capital stock to be delivered to the 
Union Stock Yards Company of Omaha, Ltd., in payment for the 
properties, with the exception of 7 shares that are to be sold for 
cash at par. 

The Toledo, Peoria & Western Railroad Corporation has been 
authorized to issue, in addition to $5,000 of common capital stock 
heretofore authorized, $60,000 of common capital stock, and $1,000,000 
of first mortgage 6 per cent gold bonds, in payment of the balance 
of the purchase price of railroad property acquired by the T. P. & W. 

The Louisiana Railway & Navigation Company has been author- 
ized to issue, from time to time, not exceeding $525,000 of promissory 
notes in renewal of outstanding notes. 

The Western Maryland has been authorized to procure authentica- 
tion and delivery of $1,281,000 of first and refunding mortgage 5 per 
cent bonds. 

The Commission has extended to June 30, 1928, the time within 
which the Los Angeles Junction Railway Company and the Central 
Manufacturing District, Inc., shall complete the Los Angeles Junc- 
tion line in California. 

The Panhandle & Santa Fe has been authorized to construct a 
line of railroad in Carson and Hutchinson counties, Tex., from a con- 
nection with a line of the applicant at White Deer, thence north and 
northwest a distance of 21 miles. 

The Alabama, Tennessee & Northern Railroad Corporation has 
been authorized to issue and sell $1,187,000 of prior lien 6 per cent 
bonds at 9114 and interest. 


FINANCE APPLICATIONS 


The Western Maryland has applied for authority to acquire con- 
trol of the Greenbrier, Cheat and Elk Railroad Company by lease 
and by purchase of its entire capital stock, and in payment for such 
stock to assume obligation and liability in respect of $1,585,000 of first 
mortgage 5 per cent bonds of the Greenbrier company, maturing July 
15, 1944. The total mileage of the Greenbrier is approximately 74 miles. 
Its principal termini are Cheat Junction, W. Va., where it interchanges 
with the Western Maryland, and Spruce and Bergoo, W. Va. In a 
separate application, the Greenbrier, Cheat and Elk asked for au- 
thority to issue $1,585,000 of first mortgage 5 per cent bonds maturing 
July 15, 1944. These are the bonds with respect to which the Western 
Maryland proposes to assume obligation and liability in connection 
with acquisition of the Greenbrier property. The West Virginia Pulp 
and Paper Company is the seller of the Greenbrier property. 

The Pere Marquette has applied for authority to issue 90,092 
additional shares of its common stock of the par value of $100 a 
share, and deliver them to common stockholders as a stock dividend. 
The applicant said the par amount of its authorized capital stock 
was $68,675,000, consisting of 686,750 shares of the par value of $100 
each, of which 11,200,000 was prior preference stock, $12,429,000 pre- 
ferred stock and $45,046,000 common stock. After the issue of the 
additional stock, according to the application, the total par value 
of all capital stock of the company will be $77,684,200. The applicant 
said the corporate surplus of the company as of Feb. 28, 1927, was 
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$22,084,775.64, equal to $49.03 per share on 450,460 shares of common 
stock. The company said it was decided at a meeting of the board 
of directors, held March 2, 1927, that it would be for the best interests 
of the applicant and of the holders of all classes of its securities 
to capitalize approximately one-half of the corporate surplus of the 
company by increasing the amount of its common stock by 20 per 
cent and distributing such increased amount as a stock dividend to 
the holders of the outstanding common stock of the company. The 
additional issue was authorized at a stockholders’ meeting. 

The Pere Marquette has applied for authority to issue $2,550,000 
of 4% per cent equipment trust certificates and to sell them to the 
highest bidder, in connection with acquisition of 1,000 box cars, 250 
gondola cars, 250 hopper cars and 20 air dump cars, at approximate 
cost of $3,419,912.50. 

The New York Central has asked authority to acquire control 
of the Middleport and Northeastern Railway Company by purchase 
of the ten shares of the company at $100 a share. The line to be 
acquired extends from Rockville, O., where it connects with the 
Kanawha & Michigan, to Calvin, O., a distance of 2% miles. The 
line has been operated by the applicant under an operating agree- 
ment. 

The West Pittston-Exeter Railroad Company has applied for au- 
thority to issue $50,000 of capital stock, divided into 1,000 shares of 
the par value of $50 each, and to sell the stock to the original sub- 
scribers therefor at par. The proceeds will be used in connection 
with construction of applicant’s line of railroad in Pennsylvania. 

The Ashland Railway Company has applied for authority to is- 
sue $24,000 of capital stock for property acquired at receiver’s sale 
of the Alabama Northern Railway Company. The stock is to have 
a par value of $100 a share and is to be sold at $25 a share, the 
property of the Alabama Northern having been acquired for $6,000. 
The applicant said it believed a valuation of $24,000 on the property 
was fair. 

The Erie has applied for authority to issue and sell $6,422,000 of 
equipment trust certificates to the highest bidder, in connection with 
acquisition of 50 freight locomotives, 30 switching locomotives, 2 
oil-electric switching locomotives, 4 dining cars, 25 suburban passenger 
coaches and 25 express cars. 

John D. Dickson, as receiver of the Pittsburgh, Shawmut and 
Northern, has applied for authority to issue $2,044,350 of receiver's 
certificates and a promissory note for $322,000. 

The Gulf & Sabine River has applied for authority to abandon 
approximately 9 miles of line extending from Gravel Pit Junction 
in a northeasterly direction, in Vernon parish, La. The road was 
used for logging purposes and no longer has any traffic, according 
to the application. 

The Mountain States Telephone and Telegraph Company and the 
Meridian Independent Telephone Company have asked the Commission 
to approve acquisition by the former of the property of the latter in 
and near Meridian, Idaho. 

The Baltimore & Ohio has applied for authority to issue and sell 
$63,242,500 of common stock, consisting of 632,425 shares of par value 
of $100 a share. The company said the proceeds of the issue were 
to be applied to the redemption of $35,000,000 of ten-year 6 per cent 
secured gold bonds, maturing July 1, 1929, to reimburse the treasury 
of the company in part for expenditures made in 1926 and up to June 
1, 1927, for additions and betterments; for future additions and better- 
ments, and for other corporate purposes. With the issue and sale 
of the additional stock, the company said, and the retirement of cer- 
tain outstanding funded debt, the capital structure of the company 
would be improved to the extent of reducing the ratio of funded debt 
to total capital issues from 73.35 per cent to 66.52 per cent, and in- 
creasing the ratio of capital stock to total capital issues from 26.65 
per cent to 33.48 per cent. Holders of applicant’s outstanding pre- 
ferred and common stock will be offered the right to subscribe on 
or before July 21, 1927, at $107.50 a share, for a number of shares 
of the additional common stock equal to 30 per cent of the number 
of shares of preferred and/or common stock registered in their names 
on applicant’s books at the close of business on June 20, 1927. The 
company said that, in order to insure the sale of the stock, it had 
entered into an agreement with Kuhn, Loeb & Company and Speyer 
& Company, bankers, to underwrite the issue. Compensation equal 
to $2.50 a share is to be paid the bankers for their services. 


The Bullfrog Goldfield Railroad Company has applied for au- 
thority to abandon its line of railroad from Goldfield to Beatty, Nev. 
The line’s total length is approximately 79 miles. The line was built 
in 1906-7 ‘‘under the artificial stimulus of a mining boom,”’ according 
to the application. The boom soon collapsed and the line had always 
been operated:at a loss, the company said. 


The Northern Pacific has applied for authority to abandon about 
15 miles of track between Pinehurst and Trout Creek in Sanders 
county, Mont. The company has a low grade line between these 
points, while the line to be abandoned passes over a hill. 


GRAIN -PROPORTIONALS CASE 
: The Traffic World Washington Bureau 


In arguments on I. and S. No. 2813, Grain and Grain Prod- 
ucts from Colorado, Kansas and Nebraska to Gulf ports for 
export, the members of division 4, June 17, heard reasons for 
and against the proposal of the Santa Fe, Missouri Pacific and 
their connections to hold grain to their rails, for the haul 
beyond Kansas City, by means of proportionals into Kansas City, 
higher than the domestic rates to that point. Such propor- 
tionals are extremely rare. The Kansas City Southern and the 
Chicago & Alton, prime movers in the situation the other carriers 
claimed to be meeting, contended that grain that had been placed 
in storage in Kansas City was not on the rails of either the 
Missouri Pacific or the Santa Fe. The schedules under suspen- 
sion were those of the Santa Fe and Missouri Pacific proposing 
the higher proportionals. 

The arguments brought into the discussion the propor- 
tionals of the Kansas City Southern and other lines beyond 
Kansas City Southern by means of which they obtain or seek 
to obtain grain that has been in storage in Kansas City elevators. 
Those proportionals are equal to the varying “balances” of the 
through rates of the Missouri Pacific and Santa Fe from the 
points of origin to the gulf ports. They were allowed to go 
into effect more than a year ago. Ever since the gulf port 
grain traffic and rates have been more or less unsettled on 
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account of what the lines beyond Kansas City did to attract 
grain from the elevators in Kansas City to their rails. 

The particular situation under discussion in the suspension 
proceedings was brought about by the effort of the Missouri 
Pacific, in 1924, to get what it thought its share of grain for 
export through the Gulf ports in competition with grain going 
out of the country via the great lakes and the St. Lawrence. 

Prior to the time it made its move the combination on Kan- 
sas City to the Gulf ports, from Great Bend, Kans., for illus- 
tration, was 47.5 cents. The Missouri Pacific, with a view to 
meeting the draw of competition through the great lakes and 
the St. Lawrence put in a joint rate of 44 cents, of 3.5 cents 
less than the combination based on Kansas City. That rate 
was made applicable via Kansas City instead of only via the 
direct routes. Storage at Kansas City was permitted. When 
the storage grain was shipped out it paid the “balance” of the 
through rate whatever that might be. 

To meet that situation the Kansas City Southern and the 
Chicago & Alton put in proportionals that would enable them 
to meet the “balance” of the through rate; in other words, pro- 
portionals varying according to the point of origin of the grain 
tendered for reshipment to the ports. Those tariffs were per- 
mitted to become operative. 

When the Santa Fe and the Missouri Pacific countered with 
proportionals into Kansas City higher than the domestic rates, 
in their effort to obtain the hauls beyond Kansas City on grain 
they had brought to that point, protests were made and the 
Commission suspended them. The charging of the higher pro- 
portionals when the grain was intended for export than if in- 
tended for Kansas City “proper” made it commercially necessary 
for shippers to reship via the routes of the inound carriers when 
the stored grain was sent out for export. The higher propor- 
tionals inbound were applicable in the event the grain was ten- 
dered for export not over the routes of the originating lines. In 
that way the proposing lines sought to place themselves on 
terms of equality in the handling of stored grain beyond Kan- 
sas City. 

The arguments brought out citations from many cases in 
which the Commission dealt with through routes and joint rates, 
with proportionals and with situations in which an originating 
carrier had tried to hold traffic to its rails for the longest pos- 
sible haul. They were made by R. S. Outlaw for the Santa Fe, 
H. H. Larrimore for the Missouri Pacific, W. R. Scott for the 
Kansas City Board of Trade, W. E. Davis for the Kansas City 
Southern and W. W. Hinshaw, for the Chicago & Alton, which 
was interested in the haul from Kansas City to St. Louis where 
its connections took the grain for the haul to the ports. 


LUMBER TRANSIT PROTEST 


The Trafic World Washington Bureau 


The Fir Door Manufacturers’ Association, of Portland, Ore., 
has asked for the suspension of a tariff filed by the Chicago & 
North Western and the Soo Line, designated by its title page 
as local freight tariff C. & N. W. G. F. D. No. 16744 and C. St. 
P. M. & O. G. F. D. No. 5619, I. C. C. 9730, “naming transit rates 
and rules governing privilege of shipping lumber and other des- 
ignated commodities or products, to stations named herein and 
of shipping therefrom certain designated commodities or prod- 
ucts at the difference between the rate paid to the transit 
station and the through transit rate from point of origin as 
provided herein, when originating at stations in California, 
Oregon, Washington, Idaho, Montana, Alberta and British Colum- 
bia,” effective July 10. 

At the time the request for suspension was received the 
Chicago, Milwaukee & St. Paul had filed a similar tariff. Other 
carriers were expected to do likewise and further protests were 
expected because the proposition of the initiating carriers is to 
establish transit on lumber from the Pacific coast, at stations 
in South Dakota, Iowa, Minnesota, Wisconsin and Illinois, at 
which the lumber may be made into mill work and the mill 
work shipped beyond at the balance of the through rate. 

The fir manufacturers asserted, in their request for suspen- 
sion, that the carriers proposed the establishment of wasteful 
transportation in that they proposed to haul the raw materials 
to the mill points in the states named, allow it to be there manu- 
factured and the products shipped out in competition with the 
manufacturers on the Pacific coast who pay locals in and locals 
out. In an example shown in their protest and request for 
suspension, the fir manufacturers said that on a 60,000 carload 
of lumber shipped, one-third would be waste. On such a quan- 
tity of lumber or its products, the latter sent from Tacoma to 
Chicago, the protestants said they paid the railroads a total 
of $524 in freight charges. Under the proposed rates, they 
said the carriers, assuming a one-third waste in manufacture, 
would receive only $444. 

The protestants claimed that the tariff of the two roads 
would subject them to undue prejudice and disadvantage. They 
said there was no question about the intensity of competition 
between them and the manufacturers of like products in Min- 
nesota, Wisconsin and Iowa. They pointed out that the two car- 
riers were also parties to the joint rates on lumber and products 
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from the Pacific coast states to destinations as far east as the 
Atlantic seaboard. They asserted that by means of the pro- 
tested tariff, the North Western and the Soo Line proposed to 
make for the benefit of the manufacturers in Minnesota, Wis- 
consin and Iowa radical and very substantial reductions on the 
raw materials inbound and on their products outbound without 
contemporaneously procuring corresponding reductions in rates 
which the protestants had to use in shipping their products to 
eastern destinations. The fir manufacturers alleged the tariffs, 
if allowed to become effective, would be in violation of sections 
1, 3 and 15a. 

Filing of the tariffs by the Chicago & North Western, the 
Soo Line and the. Milwaukee, permitting manufacturing in tran- 
sit, of lumber from the Pacific northwest, at points in South 
Dakota, Iowa, Minnesota, Wisconsin and Illinois, is believed 
to be the direct outcome of the Commission’s decision in I. and 
S. No. 2810, transit privileges on lumber from north Pacific 
coast eastbound, transcontinental, 126 I. C. C. 285 (see Traffic 
World, May 7, p. 1183). In that case the Commission found justi- 
fied the proposal of the carriers to cancel a restriction in Toll’s 
I. C. C. No. 1170, which was to the effect that no milling or 
manufacturing in transit privileges would be permitted on the 
rates on lumber carried in that tariff except at such points as 
were designated in tariffs of the Milwaukee and the other north- 
ern transcontinental carriers hauling lumber from the north 
coast. The milling in transit, including the privilege of manu- 
facture, generally speaking, was limited to points about 250 
miles from the saw mills originating lumber. The transit 
charges ranged from 1.5 to 7.5 cents, the rule being that the 
longer the haul from the saw mill to the manufacturing plant, the 
higher the transit charge. 

It appeared that, notwithstanding the restriction, some of 
the lines east of the eastern termini of the transcontinental lines 
permitted some degree of manufacturing in transit. Protestants 
in that case, according to the Commission’s report, represented 
that the removal of the restriction would permit manufacturing 
transit privileges and thereby bring about a wasteful transporta- 
tion of raw material, to sash and door factories in Wisconsin, 
Minnesota and other points in Western Trunk Line territory. 
The tariffs against which the Fir Door Manufacturers’ Associa- 
tion of Portland, Ore., protested permit transit manufacturing. 
The protesting door manufacturers, in their protest, made the 


wasteful transportation point set forth by Spokane, Wash., man- - 


ufacturers in their testimony in I. and S. No. 2810. 

The respondent carriers, in the last mentioned case, said 
that for a long time there had been an inconsistency between 
the rules of the transcontinental lumber tariffs and the tariffs 
applicable east of Chicago as to the application of transit ar- 
rangements. Manufacturing transit, it was pointed out, was per- 
mitted on California lumber, under the tariffs of the southern 
transcontinental lines at points such as El Paso and Wichita 
Falls. 

The protestants in I. and S. No. 2810, the report in that 
case said, represented that if the cancellation of the restriction 
was permitted, such cancellation would open the way to manu- 
facturers at Oshkosh, Chicago and other points, to ask for 
transit at those points. They were afraid, they said, that if 
transit were established for the benefit of their competitors at 
Western Trunk Line points the charge therefor would be only 
1.5 cents, while they, on the average, had to pay 2.5 cents. The 
Commission, in disposing of that point, said the proposal of new 
transit arrangements at any point was not an issue in that case. 
It added that if other transit schedules were subsequently pro- 
posed by individual carriers parties to the transcontinental tariffs 
which might result in undue prejudice, protestants’ interests 
might be amply protected by the filing of protests or by making 
the issue the subject of a formal complaint. 


RATES ON SOFT COAL 


Rates on soft coal from what are known as the Brazil- 
Clinton and the Linton-Sullivan fields in Indiana to Champaign, 
Ill., and points grouped with Champaign, were the subject of 
complaint in a hearing held before Examiners Hill and Crowley 
at Chicago June 18 in docket 19468, J. S. Bash & Sons, Inc., 
Champaign, and others against the Central Indiana and others. 
There are thirteen other complainants, all purchasers of coal 
at the destinations involved, and interveners as follows: Illinois 
Coal Traffic Bureau, Indiana Bituminous Coal Operators’ Asso- 
ciation, Illinois Coal Company, and the Twin City Coal Yards. 
The complaint alleges unreasonableness of the rates, which 
range from $1.51 to $1.70, and charges that the fourth section 
of the interstate commerce act is violated by a rate of $1.54 
from Terre Haute, Ind., to. Mahomet, Ill., alleging that Terre 
Haute is intermediate between the latter point and Brazil, Ind., 
from which a rate of $1.51 is applicable. 

Complainant’s testimony was introduced by F. W. Rice, 
commerce counsel, Central Freight Bureau, Urbana, Ill. He com- 
pared the rates under attack with other rates intrastate in Illi- 
nois and Indiana and between the two states in support of his 
contention that they were unreasonable. He also made numerous 
comparisons with the rates applying on soft coal from the head 
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of the lakes in Minnesota to the Twin Cities and other Minne- 
sota points. He said the rates involved were appreciably higher 
than the rates in Minnesota and that transportation conditions 
were much more favorable in the territory in which the com- 
plained of rates were operative. He contended that there was 
a decided hump in the level of the rates applying between the 
origin territory and Peoria, Ill., at the destination points in- 
volved. He said reasonable rates would be $1 in lieu of rates 
of $1.51 and $1.60, and $1.20, in lieu of rates of $1.70. At the 
beginning of his testimony he made a request for further hear- 
ing to prove damages, in the event the Commission should act 
favorably on the complaint. He said the introduction of that 
testimony would have necessitated bringing in 16 witnesses. 

Carrier witnesses made numerous comparisons between the 
rates under attack and other rates effective within the same 
territory and in territories adjacent in support of their conten- 
tion that they were reasonable, and particularly called attention 
to the adjustments from various producing fields to the general 
territory of the destinations involved. They contended that a 
reduction of the rates would disrupt the entire adjustment as 
between producing fields, and would necessitate the lowering 
of rates which the Commission had found reasonable. Particular 
attention was called to the adjustment from the coal fields in 
west Kentucky and West Virginia. Mr. Rice had stated that 
the rates complained of had resulted in difficulty in marketing 
the Indiana coal in competition with coal from those two fields, 
pointing out that the latter was cheaper; in reply to that it was 
shown that the difference in freight rate was almost double 
the difference in price. 

The carrier witnesses were as follows: W. L. Dewey, as- 
istant general freight agent, Big Four; G. A. Fitzgerald, chief 
clerk to general coal agent, C. & E. I.; Joe Everitt, coal traffic 
manager, C. M. & St. P.; T. R. Farrell, assistant general freight 
agent, Wabash; and R. P. DeCamp, assistant coal traffic man- 
ager, I. C. 


RATE ON IRON BATH TUBS 


The fourth class rate on enamel iron bath tubs from Chicago 
to Texas common points was attacked at the hearing in Docket 
19490, Wolff Manufacturing Company against the A. & S. and 
others, at Chicago, before examiners Hill and Crowley, June 17. 
The complainant contends the fourth class rate of $1.61 is un- 
reasonable and asks the establishment of the fifth class rate of 
$1.24%4 for the future and reparation-‘to that point. 

Henry I. Warden, vice-president of the complainant com- 
pany, said it had a branch at Dallas and it was limited in its 
sales to a radius of fifty miles from there, due to the unfavor- 
able freight rate from Chicago as compared to rates from 
other points. 

H. C. Kramer, general traffic manager of the complainant, 
said other enameled iron plumbing goods had a rate of $1.24% 
cents from Chicago, the values of which were all higher than 
that of enameled iron bath tubs, with one exception. Other 
commodities listed by him moved between Chicago and the des- 
tination territory in question at an average of 79.82 per cent 
of the class rate, as against the full class rate on bath tubs. 
Among the rates with which he compared the rate complained 
of, to show its unreasonableness, was a rail and water rate 
of 71 cents from Trenton, N. J., to Houston and Galveston, and 
$1.61 to Los Angeles from Chicago—the same as the rate from 
Chicago to Dallas and other Texas common points. 

Witnesses for the carriers were as follows: W. E. Hines, 
assistant chief clerk, traffic department, Santa Fe; H. W. Schae- 
fer, commerce assistant, Rock Island; and William E. Prender- 
gast, member of the Western Classification Committee. 


Mr. Prendergast said the fourth class rate had applied on 
the traffic in question for the last 33 years. He said fourth class 
applied on enameled iron ware generally, and that plain iron 
castings, the raw material moved on fifth class rates. 


Mr. Schaefer made rate comparisons to support his con- 
tention that fourth class was generally applicable. He said the 
existing arrangement had applied over a long series of years and 
he saw no reason for changing it. 


Mr. Hines pointed out that the earnings on the traffic from 
Noblesville, Ind., and Louisville and other points mentioned by 
the complainant as principal competitors, were higher than on 
the traffic from Chicago. 





STATE COMMISSION COMMITTEE 


President Shaughnessy, of the National Association of Rail- 
road and Utilities Commissioners, has filled vacancies on the co- 
operating committee of state commissioners in the Western 
Grain Rate Case, No. 17000, part 7, caused by the resignations 
of Commssioners Taylor and Calderhead. He has appointed 
Commissioner Milhollan of North Dakota, already a member of 
the committee, to act as chairman in place of former Commis- 
sioner Taylor; Commissioner Murphy, of South Dakota, to fill 
the vacancy caused by Mr. Taylor’s resignation, and John C. 
Denney, of Washington state, to fill the vacancy caused by the 
resignation of Mr. Calderhead. 
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June 25, 1927 


VAN SWERINGEN PLAN HEARING 


The Trafic World Washington Bureau 


At the conclusion of the testimony of Otto Miller, director 
of the C. & O., which constituted a detailed statement of de- 
velopments that led up to the adoption of the plan providing 
for acquisition by the C. & O. of control of the Erie and Pere 
Marquette, with the Nickel Plate left out, H. W. Anderson, 
counsel for the C. & O. minority stockholders, moved that all 
parts of Mr. Miller’s testimony that purported to quote others 
be stricken out. Herbert Fitzpatrick, general counsel of the 
c. & O., in reply said the story of the meetings relating to 
formation of the plan had been related from beginning to end 
that the Commission might see that the study given the pro- 
posal was by no means perfunctory and that the testimony was 
not offered in any effort to prove as facts the statements quoted. 
Director Mahaffie said that with that explanation he would 
deny Mr. Anderson’s motion. 

Mr. Miller told of a conference the special committee, to 
which had been delegated the job of revising the Nickel Plate 
merger plan or of devising a new plan, had had with Commis- 
sioner Meyer and Director Mahaffie. The effect of this testimony 
was that members of the committee concluded that the outlook 
for a revised Nickel Plate plan was not favorable. It was also 
brought out that the committee was not able to obtain an agree- 
ment as_ to terms acceptable to all C. & O. stockholders in con- 
nection with exchange of C. & O. stock for stock of a new Nickel 
Plate company. 

Mr. Miller said that, in the light of developments, any idea 
of working out a plan along the lines of the original Nickel 
Plate proposal was dropped. The proposal that the C. & O. 
should acquire control of the Erie and Pere Marquette was then 
developed. One of the arguments that Mr. Miller said he had 
made in favor of such control was that the C. & O. was getting 
to the point where it would have excess earnings and that it 
would be much better for it to acquire the Erie and thus even 
out the earnings. That, he thought, was the intention of Con- 
gress in connection with consolidation. A value of $450,000,000 
for the C. & O. was used as the base for the discussion as to 
probability of the C. & O. having excess earnings. Director 
Mahaffie asked Mr. Miller whether he knew that the C. & O., 
under the recapture clause of section 15a, had claimed a value 
much in excess of the value considered by the special com- 
mittee. Mr. Miller said the figure he had used was the figure 
given by a consulting engineer in the original Nickel Plate case. 
Mr. Anderson asked whether he knew that the valuation counsel 
of the C. & O. had claimed a value of $608,000,000 for the C. & O. 
property. Mr. Miller indicated he was not advised as to that. 
His argument was that regardless of whether or not his base 
was correct, the argument that the C. & O. should take over the 
Erie rather than pay excess earnings to the government was 
sound. 


Mr. Anderson asked questions as to the C. & O. directors 
boosting the Erie and not making any defense of the value of 
the C. & O. Mr. Miller said it was not necessary to make a 
defense as to the value of the C. & O.,—that its value was 
recognized. Mr. Miller was excused as a witness at the close of 
the hearing, June 16. 


John C. Myers, of Ashland, O., and J. H. Dart, of Richmond, 
Va., directors of the C. & O. who voted for the C. & O. stock 
control plan, testified at the hearing June 17. Mr. Dart owns 
35,000 shares of C. & O. stock. He said, in effect, that it had 
been his thought for some time that it would be advantageous 
for the C. & O. to increase the size of the system, and gave a 
number of reasons why he favored acquisition of control of the 
Erie and Pere Marquette. 


The Commission arose early, June 20, to hear argument as 
to whether or not O. P. Van Sweringen, chairman of the Ches- 
apeake & Ohio, should submit detailed information as to deal- 
ings in C. & O., Erie and Pere Marquette stocks and as to his 
bank balances in banks from which he obtained loans, in the 
Van Sweringen plan hearing. Ordinarily, arguments before the 
Commission begin at 10 o’clock. The Van Sweringen argument 
began at 9, and was completed a little after 10 o’clock when ar- 
gument was begun in other cases. Chairman Esch announced 
that a ruling would be announced the following day, to which 
time the Van Sweringen hearing was adjourned. 

Herbert Fitzpatrick, general counsel of the C. & O., outlined 
the steps that led up to the decision to ask the Commission 
for authority for acquisition by the C. & O. of stock control 
of the Erie and Pere Marquette railroads. He contended that 
the applicant and Mr. Van Sweringen were anxious that the 
Commission have the most complete information as to all phases 
of the matters involved in the application but that he could not 
see what acquisition of C. & O. stock by Mr. Van Sweringen, 
his dealings in the other stocks not covered by options to the 
Cc. & O., or his deposits with banks had to do with the case. 

Thomas B. Gay, of counsel for the C. & O. minority stock- 
holders, opening the argument in support of the contention that 
the questions were relevant, said that the Commission, to pass 
on the case, must know “the whole story.” He asserted that 
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the price of Erie stock had been increased by manipulation in 
shares of that stock and that an “artificial market” in Erie 
shares had been created by the Van Sweringen “manipulations.” 
He said Mr. Van Sweringen had made a profit of $3,437,000 in 
buying and selling 371,000 shares of Erie stock—that he had 
been “in and out of the market.” He said these shares were 
exclusive of the optioned stock. 

Mr. Gay said there had been “a strange change of heart” 
in the case—that Mr. Van Sweringen said he would sell his 
stock under option to the C. & O. at cost to him if the Commis- 
sion desired that that be done. He asked how Mr. Van Swerin- 
gen’s profit could be ascertained unless all his operations in the 
stocks were revealed. 

Commissioner Aitchison asked for legal reason why Mr. Van 
Sweringen should not be permitted to make a profit. Mr. Gay 
replied that Mr. Van Sweringen, as chairman and a director of 
the C. & O., had the relationship of a trustee to the property of 
the C. & O., and that he was not permitted, in that relationship, 
to turn over shares at a profit. Commissioner Hall inquired 
for further light on that question, remarking to the effect that 
Mr. Gay had presented a “novel feature” with respect to the 
right of a director of a railroad to deal in stock. Mr. Gay in- 
sisted that, because of Mr. Van Sweringen’s relation to the 
C. & O., he was not at liberty to buy and sell Pere Marquette 
and Erie stock. He insisted that Mr. Van Sweringen had used 
the credit of the C. & O. as the basis for his “manipulations.” 
He said Mr. Van Sweringen “was betraying his trust.” At one 
point, Commissioner Hall asked whether Mr. Gay was not basing 
his statements on assumptions and whether he had proved his 
statements in the record. Mr. Gay thought the record supported 
his contentions. 


H. W. Anderson, chief counsel for the protestants, said Mr. 
Van Sweringen was, in substance, the C. & O., and later he said 
stock bought by Mr. Van Sweringen was held in the name of - 
employes of J. P. Morgan & Company and that the latter com- 
pany was really buying the stock. He charged that Mr. Van 
Sweringen had organized a number of companies and by trans- 
ferring railroad stock to them made available a fund of $129,- 
000,000 as the base of his operations—that he had thus taken 
railroad securities out of the jurisdiction of the Commission. 
He said Mr. Van Sweringen said he would turn over his stock 
optioned to the C. & O., without profit, but that to find the real 
cost it was necessary that the questions asked be answered. 

Mr. Anderson referred to the “wrecking” of the Chicago & 
Alton, New Haven and other railroad companies and said after 
they had been wrecked, the Commission had investigated. He 
asked what good was accomplished by that. What he was asking 
here, he said, in effect, was that the Commission investigate 
before the C. & O. was wrecked. He said if a man could take 
$129,000,000 of railroad assets, put them in a holding company 
and use those assets without reporting to the Commission, he 
would rather have that right “than a license to steal.” 

In rebuttal, Mr. Fitzpatrick said what the applicant desired 
was that the Commission enforce a common-sense rule with 
respect to the scope of the testimony. He said it should “blow 
all the smoke away,” and get at the facts. He said there was 
no reason under the law why a director of a railroad company 
should not sell his stock in that company to the company. 


Commissioner Taylor inquired as to how the public interest 
would suffer if the information asked for were put in the record. 
Mr. Fitzpatrick said the applicant had the right to rely on the 
assumption that the case would be tried on fixed principles of 
law. Commissioner Lewis also inquired as to what injury would 
result if the information were put in. Mr. Fitzpatrick said if the 
inquiry were widened to include such testimony as that asked 
for the hearing would run on into the summer. He said the 
C. & O. had an interest financially, with respect to time, because 
of the expiration of the option held by it from the Nickel Plate, 
July 1. Commissioner Eastman inquired whether a decision 
was expected by that date. Mr. Fitzpatrick said he hoped there 
would be a decision by that time, at least to the extent that that 
option could be exercised. 


Van Sweringen Ordered to Answer 


Chairman Esch announced, June 21, that the Commission, 
after a conference lasting one and one-half hours had decided 
that the rulings of Director Mahaffie with respect to questions 
asked Mr. Van Sweringen should be sustained. The director 
ruled that the witness should answer. Immediately after the 
announcement of the Commission’s decision, Mr. Van Sweringen 
took the stand and offered prepared exhibits containing answers 
to the questions in issue. 


Exhibits submitted by Mr. Van Sweringen, in response to 
the questions that were involved in the Commission’s ruling 
sustaining Director Mahaffie, showed purchases and sales of Erie, 
Pere Marquette and C. & O. stock. Mr. Anderson indicated that 
the exhibits were not just what he desired, but he stated he 
thought any additional information desired could be obtained 
through conference with counsel for the C. & O. From January 
1, 1923, to March 31, 1926, according to the exhibits, the Vaness 
company, a Van Sweringen company, bought 77,100 shares of 
Erie first preferred stock for $2,249,315 and sold them for 
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$3,549,063. It was shown that the Vaness company had bought 
210,020 shares of C. & O. common stock for $28,593,099 and sold 
them for $29,469,297. The Vaness company, according to the 
exhibit, bought 1,800 shares of Pere Marquette preferred for 
$124,007 and sold them for $129,345. Such was the nature of the 
information given in the exhibits as to stock sales and purchases. 

Another exhibit submitted contained information as to bank 
balances of the Vaness company. This showed that, at the end 
of 1925, the company had $5,275,198 on deposit with the Guardian 
Trust Company of Cleveland. The company had a balance of 
$4,895,747 with the Union Trust Company of Cleveland in Janu- 
ary, 1927. Deposits ranging from $81,000 to $820,000 with J. P. 
Morgan & Company were reported. Deposits with the Guaranty 
Trust Company ranged from $580 to $119,000. 

Questioning Mr. Van Sweringen, Mr. Anderson asked 
whether the witness would forego his profits on his interest in 
Pere Marquette stock owned by the Nickel Plate and covered 
by the option that expires July 1. The witness remarked to the 
effect that he realized that “this is the day of minorities,” but 
that the majority had some rights. As a stockholder in the 
Nickel Plate, he said, in effect, he was entitled to receive what 
the Nickel Plate obtained for the stock. The Nickel Plate has 
declined to renew the option on the Pere Marquette stock be- 
cause the price of the stock has substantially increased since 
the option was originally given. As to Erie and Pere Marquette 
stock covered by options given by the Van Sweringens to the 
Cc. & O., Mr. Van Sweringen renewed his offer of foregoing any 
profit on that stock if the Commission decided that he should 
sell it at cost to the C. & O. in connection with approval of the 
application. 


Director Mahaffie inquired of Mr. Van Sweringen as to why 
the C. & O. proposed to issue the proposed additional stock at 
par, in view of the fact that its stock was considerably above 
par. The repty was to the effect that the C. & O. directors had 
considered issuing the stock above par, but had decided the 
C. & O. stockholders were entitled to have the new stock at par. 

After Mr. Van Sweringen was excused as a witness, MY. 
Tippit, accountant for Ernst & Ernst, certified public account- 
ants, who prepared the exhibits as to stock transactions, ex- 
plained various details of the exhibits. 


With indications that argument would not be heard by the 
Commission until some time in the fall, the hearing before 
Director Mahaffie on the application of the Chesapeake & Ohio 
for authority to acquire control of the Erie and Pere Marquette 
by stock purchase and to issue additional common stock came 
to an end June 22. Forty-five days were allowed for the filing 
of briefs by the applicant. Thirty additional days were allowed 
for the filing of reply briefs. Fifteen additional days were 
allowed for filing of replies by the applicants. Howard T. Page, 
accountant, put on the stand by the protesting C. & O. stock- 
holders to submit for the record various statistical exhibits, 
was the last witness. 


It was stipulated that the testimony of J. J. Bernet, at that 
time president of the Nickel Plate and now president of the 
Erie, in the original Nickel Plate merger case, should go into 
the record in this case. That was requested by Mr. Anderson. 
He also asked and obtained permission to put in the record the 
Commission’s decision in its investigation of Erie repairs to 
locomotives. Mr. Fitzpatrick objected but the objection was 
overruled. 


Mr. Fitzpatrick read a letter from President Harahan of 
the C. & O., to President Ross, of the Nickel Plate, asking 
that the Nickel Plate option to the C. & O. on Pere Marquette 
stock be extended from July 1 to October 1, and a letter from 
President Ross advising that the board of directors of the Nickel 
Plate would not do that. Mr. Anderson objected to the letters 
going into the record because he could not examine witnesses 
on the subject. It was then agreed that he should have the 
minutes of the meeting of the Nickel Plate directors at which 
they voted against extending the option but he did not waive 
his objection. The letters were put in. 

Mr. Fitzpatrick made a motion that the matters relating 
to the Nickel Plate option and the exercising of that option 
by the C. & O. be submitted to the Commission without argu- 
ment or briefs to the end that a decision might be had before 
July 1. Mr. Anderson said he wished to be heard on the motion 
if it was to be submitted to the Commission. Mr. Mahaffie 
indicated that it was not likely that the Commission could 
decide the question referred to by July 1. It was agreed that 
oral argument in the case would be had as soon as possible 
after the last briefs had been filed. 

Ben B. Cain, vice-president and general counsel of the Amer- 
ican Short Line Railroad Association, in testimony stipulated in 
the record in the hearing, said the association was in sympathy 
with the construction of systems such as was attempted to be 
accomplished by the applicant, provided provision were made 
for inclusion of short lines necessary in the public interest. 

“If the application now before the Commission is granted,” 
said he, “with conditions properly safeguarding the interests 
of the intervening short lines, and with an eye single to the 
ultimate consolidation of all the railroads into a limited number 
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of systems, according to the mandate Congress has enacted, 
then I believe it would be in harmony with the law and wil] 
promote the public interest.” 

Mr. Cain said he did not believe the Commission would he 
acting in entire accord with the provisions of section 5 of the 
act, if it should make a complete and final order granting the 
application without first adopting a plan for consolidation of the 
railroads as required by paragraph 4 of section 5. He said if 
the Commission concluded that it could not fully and finally 
grant the application in advance of a plan, it would nevertheless 
be proper for it to make a provisional order holding the appli- 
cation open until a complete plan had been adopted, as the law 
required. 





RATES ON DRESSED POULTRY 


Hearing in Docket 19217, Swift and Company against the 
Santa Fe and others was held at Chicago before Examiners Hill 
and Crowley June 20. 

Gilbert Ford, assistant to the traffic manager of Swift and 
Company explained that the complaint involved rates on numer- 
ous carload shipments of dressed poultry from Hutchinson and 
Wichita, Kans., to New York, Boston, Philadelphia, and other 
Eastern Trunk Line and New England points, alleging violation 
of section six of the interstate commerce act. The shipments 
moved between June, 1924, and June, 1927. He said the rates 
paid by the complainant were combinations on the Mississippi 
River and that there was a lower combination applicable based 
on Paducah, Ky. He said that, in the period involved, the factor 
to Paducah had been 51 cents part of the time and 46% cents 
the rest. The resultant differences in the combinations, Padu- 
cah under the Mississippi River points, were 47144 cents and 
43 cents. He said the applicable tariff carried an “aggregate 
of intermediates” clause which stated that the lowest of such 
aggregates should apply. 

Testimony for the carriers was introduced by R. E. Brandt, 
of the Santa Fe and E. Rigg, of the Rock Island. Mr. Brandt 
said that in case of the shipments originated by his line the 
shipper had given full routing instructions and instructions as 
to icing—in no instance leaving the routing open to admit of the 
carriers taking the shipment via Paducah. The contention of 
the complainant was that, at junction points between the 
Wabash or Santa Fe with the I. C., as the routing via the I. C. 
to Paducah was open on shipments originating on either, the 
carriers were at liberty to move the shipment down to Paducah 
and back, but that whether they did that or not had no bearing 
on the applicability of the combination based on Paducah. 

Mr. Rigg testified that the shipments moved by his line 
came to it with full routing instructions, rate based on the Mis- 
sissippi River crossings on the bill of lading, and icing instruc- 
tions included, which, he held, foreclosed the carrier from rout- 
ing the traffic via Paducah. He said the evidence indicated that 
the shipper did not know of the lower combination at the time 
the shipments were made and that conference ruling 214G pro- 
tected the carrier, in that the carrier’s agent was not required 
to be cognizant of all possible “trick” routings. 


MEATS, ETC., IN PEDDLER CARS 


A further hearing in I. & S. 2887, rules governing the 
handling of fresh meats and packing house products in peddler 
cars from Buffalo, N. Y., to destinations on the B. R. & P. and 
its connections, was held in Chicago before Examiners Hill and 
Crowley, June 20. The case was originally heard at Chicago 
May 10 (see Traffic World, May 14, page 1260), at which time 
the carrier was not represented. The tariff under suspension 
states that peddler cars used on the lines of the B. R. & P. 
must be furnished by the shipper. It was suspended on the 
protest of the Klinck Packing Company, a subsidiary of Allied 
Packers, Inc., at Buffalo. 

Edward A. Niel, freight traffic manager, B. R. & P., and 
J. E. Burnes, superintendent of car service, testified that it had 
not been the practice of that road to supply cars for that service 
and the tariffs of the road, since 1919, had carried a note to the 
effect that they would transport such cars only on condition that 
the shipper make all arrangements for them. They contended 
that the tariff suspended did not in any way propose to change 
the practice. The fact that the carrier had no equipment that 
could be used in such service was given as the reason for the 
publication of the tariff. It was stated that the B. R. & P. 
owned 45 refrigerator cars, ten of which would have to be dis- 
mantled, and none of which was suitable for the transportation 
of the traffic in question. 

Edward J. Norris, traffic manager, Allied Packers, Inc., in- 
troduced additional testimony as to the revenue accruing to the 
peddler service, the nature of the service, and the cars used. 

The following witnesses said they knew of no other tariff 
applying to peddler cars containing a similar restriction, and 
that their companies made shipments in such cars furnished 
by the carriers: B. E. Reed, assistant manager, transportation 
department, Cudahy Packing Company; R. R. Hargis, assistant 
traffic manager, Wilson & Company; and L. A. Newell, Armour 
& Company. 
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June 25, 1927 


W. & L. E. DIRECTOR CASE 


The Trafic World Washington Bureau 


Assistant Director C. V. Burnside, of the Commission’s bu- 
reau of finance, began hearings, June 20, on the applications 
of New York Central, Baltimore & Ohio and Nickel Plate offi- 
cials or directors to serve as directors or officials of the 
Wheeling & Lake Erie. Control of the prior lien stock of the 
Ww. & L. E. was acquired by the three trunk lines mentioned in 
the sensational stock market rise of Wheeling & Lake Erie 
shares a few months ago. Reference to purchase of the stock 
was made by O. P. Van Sweringen in the hearing last week on 
the C. & O. application to acquire control of the Erie and Pere 
Marquette. 

At the annual meeting of the stockholders of the Wheeling 
& Lake Erie in April, representatives of the new owners exer- 
cised the prior lien stockholders’ right to name a majority of 
the Wheeling & Lake Erie’s board of directors, subject to the 
Commission’s approval of their applications to serve as directors. 
The newly elected directors, according to the testimony at the 
first day’s hearing, have not yet qualified as directors. 

W. H. Bonneville, an attorney in the Commission’s bureau 
of inquiry, was assigned to attend the hearing. When that part 
of the case relating to the assumption of control of the Wheeling 
& Lake Erie’s board of directors by the prior lien stockholders 
was reached, Bonneville asked questions. 

The witnesses at the first day’s hearing were George W. 
Durham, vice-president and general manager of the Wheeling & 
Lake Erie, and W. M. Duncan, chairman of that road. Mr. Dur- 
ham put into the record traffic statistics requested by the Com- 
mission. Mr. Duncan, under the guidance of Clyde Brown, for 
the New York Central, went back into the history of the Gould 
plan for the creation of a system embracing the Denver & Rio 
Grande, the Missouri Pacific, the Wabash, the Wheeling & Lake 
Erie and the Wabash Pittsburgh Terminal, the last mentioned 
now the Pittsburgh & West Virginia. 

Mr. Bonneville asked for many details concerning the meet- 
ing at which the trunk lines asserted their right to elect a ma- 
jority of the directors by reason of their holdings of prior lien 
stock and the ousting of directors, who, according to Mr. Duncan, 
had theretofore been elected by the stockholders regardless of 
whether they were holders of common, preferred or prior lien 
stock. 

The hearing was caused by the opposition of the Wabash 
and the Pittsburgh & West Virginia to the assumption of control 
of the Wheeling & Lake Erie by the trunk lines. They claimed 
that control by the trunk lines would deprive them of a channel 
of trade which they had built up. 

When the hearing was begun, President Willard, of the 
Baltimore & Ohio, President Crowley, of the New York Central, 
and President Ross, of the Nickel Plate, were among those in 
the audience. 

After Mr. Brown and Mr. Bonneville had finished their ex- 
amination of Mr. Duncan, C. F. Taplin, general counsel for the 
Pittsburgh & West Virginia, examined him in respect of inter- 
views he had had, about the time of the flurry in the stock 
market, with M. J. Van Sweringen, of the Nickel Plate, George 
M. Shriver, vice-president of the Baltimore & Ohio, and A. H. 
Harris, vice-president of the New York Central, in which they 
told him of the desire of those trunk lines to put their repre- 
sentatives on the board of directors. 

The examination led up to the point where Mr. Taplin de- 
sired Mr. Duncan to tell about an interview between himself and 
a representative of John D. Rockefeller, Jr., in which Mr. Duncan 
found out that the prior lien stock had been transferred to the 
trunk lines. Mr. Duncan said, on account of the relations of 
counsel between himself and the representative of Mr. Rocke- 
feller, he did not feel that he should divulge what was said 
then. Mr. Burnside said that he would not decide whether Mr. 
Duncan should answer until the next day. 


It was not necessary for Mr. Burnside to rule on the ques- 
tion whether Mr. Duncan should answer questions as to what 
took place at the meeting at which he learned that the Rock- 
efeller stock had been sold to the three trunk lines. When the 
hearing was resumed, June 21, Mr. Duncan announced that upon 
further consideration he had decided that it would be all right 
for him to tell about that meeting. He said that Bertram 
Cutler, the representative of John D. Rockefeller, Jr., Mr. 
Shriver, Mr. Harris and M. J. Van Sweringen attended that con- 
ference and that at the conference three checks were delivered 
to Mr. Cutler. The latter delivered one power of attorney at 
the time and, according to the testimony, when asked why he 
had not delivered three he said it had not occurred to him to 
do so. Mr. Duncan said that he was in New York at the time 
to attend a meeting of the Wheeling board to take action on the 
requests for the conversion of preferred into common stock, 
some question having been raised as to the right of preferred 
stockholders to do that. 

By means of cross examinaion C. F. Taplin, acting as at- 
torney for his brother, F. E. Taplin, a large if not the largest 
of the holders of Wheeling stock other than the prior lien, 
brought out all the steps Mr. Duncan had taken toward a reor- 
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ganization of the Wheeling’s board, Mr. Duncan deeming it 
natural that the new owners should want representation and 
were entitled to it on grounds recognized in ordinary business 
affairs, if not legally entitled to be represented until the terms 
of the directors expired. He persuaded all to give him resigna- 
tions to be held confidential unless or until needed. He said 
Directors Loree and Tomlinson objected somewhat to that 
method but finally acceded to the suggestion. No use, he said, 
was made of the resignations. 

On cross-examination by Mr. Brown for the New York Cen- 
tral, Mr. Duncan told of talks he had had with the Taplin 
brothers, a considerable part of which he considered jocular. 
His aim, he said, was to get the four owners to agree upon 
membership of the board. At one time he said that his function 
was to maintain law and order at the meetings of stockholders. 

“Was it your idea that there might be some disorder when 
F. E. Taplin told you he was the largest stockholder and in- 
tended to be elected president of the Wheeling,’ asked Mr. 
Brown. 

Oh, no, I thought he was speaking jocularly when he said 
that,” answered Mr. Duncan, joining in the laughter the query 
had evoked. 2 

There was disagreement between the witness and Attorney 
Taplin as to the attitude of the other Taplin in the talks about 
the composition of the board of directors, but Mr. Duncan said 
he did not intend to convey the impression that F. E. Taplin 
was a supplicant for representation on the board. 

Mr. Burnside said the matter of the Taplin attitude was 
interesting but he suggested that the purpose of the hearing 
was to have the applicants present justification for serving as 
directors of the trunk lines and as directors of the Wheeling. 

However, before Mr. Burnside could get the hearing back 
to where he thought it should be, Attorney Taplin asked for the 
issuance of subpoenas for O. P. Van Sweringen, chairman of the 
Chesapeake & Ohio, because, as he said, Mr. Van Sweringen, in 
the C. & O. hearing, claimed to know all about the Wheeling 
deal, and for Mr. Cutler because the latter acted as the repre- 
sentative of Mr. Rockefeller. Mr. Burnside said the request 
would be taken under consideration. 

Daniel Willard, president of the Baltimore & Ohio, then 
took the stand and related the history of the move by the three 
trunk lines and the Baltimore & Ohio, the latter part of his 
story being about the acquisition of the Western Maryland by 
the Baltimore & Ohio. Mr. Willard said that the acquisition 
of the Wheeling was in furtherance of the four-group plan for 
the consolidation of eastern carriers submitted to the Commis- 
sion, informally, by executives of the eastern roads, in 1924, pro- 
posing that there should be a group built around the New York 
Central, Pennsylvania, Nickel Plate and the Baltimore & Ohio. 
The executives, he said, could not agree upon the allocation of 
the Wheeling to any one of the four alone. Therefore they 
proposed joint ownership, but the Pennsylvania, he said, was 
not interested in buying any of the Wheeling stock, hence the 
acquisition by the three. 

The Western Maryland, he said, was bought by the Balti- 
more & Ohio because Mr. Rockefeller would not sell the Wheel- 
ing stock unless the Western Maryland was also taken. The 
acquisition of the Western Maryland was thought desirable by 
the Baltimore & Ohio, none of the others desiring it, because of 
a plan made by Mr. Shriver for through freight service via 
Cherry Run, Md., that would result in economies for both roads. 
He said it was thought it would be better to buy before the 
economies resulted in increased revenues for the two roads 
because the price, after the economies were achieved, would prob- 
ably be higher. 

On cross-examination by Attorney Taplin, Mr. Willard freely 
admitted that there was competition between the Baltimore & 
Ohio and the Wheeling and that it might be possible to route 
traffic around the Wheeling so as to give the Baltimore & Ohio 
greater revenue. 


At several points in the course of his testimony, especially 
in his cross-examination, Mr. Willard asserted and re-asserted 
that the Baltimore & Ohio had no contract, no agreement, or 
understanding with anybody about the sale or holding of the 
Wheeling & Lake Erie stock or the operation of that property. 

His cross-examination had largely to do with the possibility 
of the Wheeling being so operated as to eliminate it as a com- 
petitor of one or all of the trunk line owners. For about half 
an hour G. H. Fillius, for the Pittsburgh & West Virginia, asked 
Mr. Willard about the possibilities of the elimination of com- 
petition. 

“Isn’t it conceivable that the Wheeling & Lake Erie could 
be so operated, its equipment allowed to degenerate and the 
service to become so poor, between Cleveland .and Toledo, that 
it would not offer any competition for the New York Central?” 
asked Mr. Fillius. 

“It’s conceivable, but it is inconceivable to me that such a 
conceivable thing should happen,” said Mr. Willard, who, before 
that time had said, in various forms, that there were law and 
economic reasons why a road could not be so operated. He said 
the transportation law, as he read it, would not allow it. It 
would not be good, he said, for economic reasons, for instance, 
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, Bock N O where in the world are evidenced T HE SABINE DISTRICT, while serving as the 
at Por achievements so quickly and _ surely most direct outlet for the products of the great- 
gained as those of the SABINE DIS- est grain, live stock, timber and mineral pro- 
TRICT of southern Louisiana and Texas! ducing region of the United States, is an industrial 
empire in itself. Every one of its ports is an impor- 
In 1926 cargo tonnage traversing the SABINE tant manufacturing center whose products are shipped 
DISTRICT waterways, in the aggregate, to all parts of the world, the raw material being avail- 

amounted to 16,100,959 tons, made up of exports, able in their immediate vicinity. 

2,887,839 tons; imports, 249,986 tons; coastwise . 
shipping aggregating 12,839,159 tons; and incom- With six huge oil refineries with a daily capacity of 
ing freight, 123,975 tons. This maritime traffic more than 300,000 barrels, it is the greatest oil refining 
indicates a tremendous wealth of resources, in center in the world; with a daily well production of 
agricultural, forest and mineral products in the over 100,000 barrels, and shipping in excess of 50,000,- 
SABINE DISTRICT and in the country beyond 000 barrels during 1926, it is one of the leading petro- 
its immediate confines. The total tonnage han- leum centers. It has the greatest rice milling district, 
dled by all Gulf Ports during the year 1926 is with the largest rice mill in the world. It has the 
estimated at 52,319,369 tons. Particular emphasis largest asphalt plant. More than any other feature, as 
is placed upon the amount of the SABINE an indication of the richness of the SABINE DIS- 
CITIES’ aggregate tonnage, which is approxi- TRICT, is its annual pay roll, which has reached the 

mately 30 per cent of the total Gulf traffic. $60,000,000 per annum mark. 


There are still many miles of water front served 

by conveniently arranged trackage available for 

additional industrial development. For further 

information, write the Industrial Department of 

The Kansas City Southern Railway Co., Kansas 

City, Missouri; or the Chambers of Commerce of 
any one of the SABINE cities. 


ake Charles Municipal Docks and ocean steamers Above—An airplane view of Beaumont showing part of 
in recently opened waterway. business and residential districts and its water front. 








1646 THE TRAFFIC WORLD 


for anyone in control of the Wheeling & Lake Erie not to have 
a fair interchange of freight with the Pennsylvania system. 

Answering a question by N. S. Brown, of the Wabash, Mr. 
Willard said that the Pennsylvania had no objection to control 
of the stock of the Wheeling & Lake Erie by the three trunk 
lines when the four-group plan was formulated. Because he 
had heard nothing to the contrary since then, he said, he was 
assuming that it had no objection to what was being done now 
to further the four-group plan. 

Mr. Bonneville asked Mr. Willard if there would be any 
objection to the Commission, in the event it allowed the ap- 
plicants to serve as directors of the Wheeling, restricting the 
permissive order “until the further order of the Commission.” 

“That is the usual form of such orders,” said John Agate, 
assistant general counsel for the Nickel Plate, one time member 
of the Commission’s staff. 

Mr. Willard said he would not like to answer that question 
without consulting his associates. Vice-President Harris, of the 
New York Central, and Mr. Agate whispered to him and then 
he said that those carriers had no objection, so there would 
be none on the part of the Baltimore & Ohio. 

In answer to a question by N. S. Brown, Mr. Willard said 
the Baltimore & Ohio had not asked for permission to acquire 
Wheeling stock because it was not seeking to control that car- 
rier. Mr. Brown, however, suggested that the three trunk lines 
were buying control. 

“No more than the Baltimore & Ohio and Mr. Taplin,” sug- 
gested Mr. Willard, who again reiterated that there was no 
contract, understanding, or agreement with anybody beyond the 
acquisition of the stock that had been bought. 

George M. Shriver, senior vice-president of the Baltimore & 
Ohio, gave the details of the negotiations for the stock, saying 
that the total cost to the Baltimore & Ohio was $9,749,011.61, 
the price of the prior preference stock, as he called it, having 
been $184.90 and the other stock $87.21 per share. Director 
Burnside had Mr. Shriver read the testimony of O. P. Van 
Sweringen, given in the C. & O. hearing, about his purchase of 
Wheeling stock. Mr. Shriver said that the account showed some 
variations from his own, but he suggested that Mr. Van Swer- 
ingen had in mind shares other than the prior preference shares 
when he remarked about buying Wheeling stock. Mr. Shriver 
said he was somewhat surprised to learn, after the Rockefeller 
stock had been bought, that Mr. Van Sweringen had been buying 
Wheeling stock, but he said he was glad to take one-third of the 
Van Sweringen purchases, which, he said, were at an average 
of something more than $41 per share. He said the Baltimore 
& Ohio had always had the general understanding that it would 
buy one-third of the Wheeling & Lake Erie stock in carrying 
out the four-group plan. 

Testimony corroborative of that given by Messrs. Willard 
and Shriver as to the facts about and the reasons for the ac- 
quisition of the stock of the Wheeling & Lake Erie was given 
on June 22 by A. H. Harris, vice-president of the New York 
Central, and Walter L. Ross, president of the Nickel Plate. The 
latter did not have as much personal knowledge of the negotia- 
tions as Messrs. Harris and Shriver but his understanding as to 
the facts was the same as that of Mr. Willard and the two 
actively negotiating vice-presidents who conferred with Mr. 
Cutler for the acquisition of the prior lien stock held by Mr. 
Rockefeller. 


Mr. Harris named January 18, 1927, as the day on which the 
price of $184.90 per share was named for the Rockefeller stock, 
that sum being the total of the call price of $115 and the accu- 
mulated but unpaid 7 per cent dividends, and accepted by the 
purchasers. Mr. Harris said the price for the Wheeling & Lake 
Erie and the Western Maryland was first stated in a lump sum, 
Mr. Rockefeller being unwilling to negotiate for the sale of the 
properties separately. In answer to a question by Attorney Tap- 
lin, Mr. Harris said there was no agreement or understanding 
about the Wheeling stock as to how it was to be voted and that 
he expected the resignations of the present directors of the 
Wheeling, if the Commission voted to allow the officials of the 
three trunk lines to become directors of the Wheeling, as “in 
the natural fitness of things,” but that there was no agreement 
or understanding that they would do so. 

J. W. Graham, general traffic manager of the Nickel Plate, 
gave testimony as to traffic and routes, as requested by the 
Commission. 

J. J. Ekin, comptroller of the Baltimore & Ohio, put into 
the record accounting ;tatistics that have a bearing on the 
financial side of questions raised by closer union between rail- 
roads resulting from the acquisition of stock and the election 
of directors by the purchasing railroad or railroads. 

O. S. Lewis, freight traffic manager, eastern division of the 
B. & O., supplied interchange, traffic and tonnage figures. He 
also pointed out what the Baltimore & Ohio had done before 
and since the acquisition of Wheeling stock, in the way of 
making arrangements for through freight service in connection 
with the Wheeling and the Pittsburgh & West Virginia, to 
indicate that those roads had nothing to fear by reason of the 
acquisition of the Wheeling stock, in the matter of rates and 
routes. He indicated that some of the arrangements enabled 
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the other roads to increase competition in service over the 
joint routes with the service provided by the Baltimore & Ohio 
over its own rails. 

The regular order of the hearing was changed on June 23 
so as to permit three traffic witnesses, summoned by the Pitts. 
burgh & West Virginia, to be heard out of turn to the end that 
they might return to their duties. The three were W. F. Morris 
of the Weirton Steel Co.; R. B. Robinson of the Central Alloy 
Steel Corporation, and John N. Morris of the National Tube (Co. 
The substance of their testimony was that the routes of which 
the Wheeling & Lake Erie and the Pittsburgh & West Virginia 
were components and the service over them were of great value 
to the three companies shipping from plants in Ohio, West 
Virginia and Pennsylvania, both east and west, and that con- 
tinuance of the competition that had existed would be of great 
benefit to them. 

As a conclusion to his testimony, on cross-examination, Mr, 
Robinson said that competition was what was needed and what 
he desired to preserve. He said that after the through routes 
made up by the Wheeling & Lake Erie and Pittsburgh & West 
Virginia were established, the other lines followed suit and 
demanded much, if not all, the tonnage which had been given 
to the two small lines because they later established the routes 
and service desired. 

John N. Morris described the routes and service via the 
two lines that had worked closely together before the trunk 
lines acquired the stock of the Wheeling, particularly one be- 
tween Lorain, O, and Baltimore, over which he said his com- 
pany shipped a considerable tonnage on account of time saving, 
the route giving delivery in Baltimore in 53 hours while the 
time over the other routes ran from 64 to 77 hours. He was 
asked about the mileage of the various routes but he said that 
time and service, not mileage, were the controlling factors. 

Attorney Taplin tried to induce John Morris to say whether 
or not a representative of the Wheeling, since May 1, this year, 
had solicited routing via the Baltimore & Ohio instead of via 
the Pittsburgh & West Virginia but the witness said he preferred 
not to answer and would not unless instructed not to do so. 
Mr. Burnside said he need not answer. Mr. Taplin put the 
question into various forms and noted exceptions when Mr. 
Burnside told the witness he need not answer. Mr. Burnside 
suggested that if Mr. Taplin had such information he could 
put it into the record in the regular order. Mr. Taplin said he 
had such information. Mr. Brown, of the New York Central, 
suggested that Mr. Taplin might as well give the name of the 
man who solicited the elimination of the Pittsburgh & West 
Virginia, but Mr. Taplin did not name the man or pursue the 
subject farther. 


CONDITION OF EQUIPMENT 


Freight cars in need of repair on June 1 totaled 147,449 or 
6.5 per cent of the number on line, according to reports filed by 
the carriers with the car service division of the American Rail- 
way Association. This was an increase of 6,345 cars over the 
number reported on May 15, at which time there were 141,104 
or 6.2 per cent. It was, however, a decrease of 21,049 cars 
compared with the same date last year. Freight cars in need 
of heavy repair on June 1 totaled 102,252, or 4.5 per cent, an 
increase of 2,516 compared with May 15, while freight cars in 
need of light repair totaled 45,197 or 2.0 per cent, an increase 
of 3,829 compared with May 15. 

Class I railroads on June 1 had 9,030 locomotives in need 
of repair or 14.7 per cent of the number on line. This was a 
decrease of 430 compared with the number in need of repair on 
May 15, at which time there were 9,460 or 15.3 per cent. Of 
the total number of locomotives in need of repair on June 1, 
5,001 or 8.1 per cent were in need of classified repairs, a decrease 
of 373 compared with May 15, while 4,029 or 6.6 per cent were 
in need of running repairs, a decrease of 57 compared with the 
number in need of such repairs on May 15. Serviceable locomo- 
tives in storage on June 1 totaled 6,320 compared with 6,150 on 
May 15. 





COAL PRODUCTION AND SHIPMENT 


Production of soft coal the week ended June 11 was esti- 
mated by the Bureau of Mines of: the Department of Commerce 
at 8,522,000 net tons. This was the highest output recorded 
since the suspension of mining operations in certain union fields 
April 1. Anthracite production was estimated at 1,732,000 net 
tons. 

Bituminous coal dumped into vessels at Lake Erie ports 
the week ended June 12 totaled 1,243,300 net tons, as compared 
with 1,283,707 tons the preceding week. Anthracite shipped from 
Lake Erie ports the week ended June 12 totaled 62,164 tons, as 
compared with 39,389 tons the preceding week. 

Tidewater bituminous coal shipments the week ended June 
11 amounted to 425,902 net tons from Hampton Roads, of which 
240,682 tons were for New England delivery, and to 1,020 tons 
from Charleston, S. C. 

Cars of coal forwarded over the Hudson to eastern New 
York and New England the week ended May 28 were reported 
as follows: Bituminous, 2,284; anthracite, 3,715. 





(( 
submi 
art. 2 
as de! 
in ce 
293 S 

ce 


case, 
issue 
to Sp 
2189, 
cour 
term 
in V 


in a 
a C 


dan 
in 











rer the 
= Ohio 


une 99 
P Pitts. 
d that 
Morris 
Alloy 
Ibe Co, 
which 
irginiag 
- Value 
West 
t con- 
&reat 


n, Mr, 

what 
‘Outes 
West 
/ and 
given 
Outes 


. the 
runk 
> be- 
com- 
Ving, 

the 
was 
that 


ther 
ear, 
via 
‘red 
So. 
the 
Mr. 
side 
uld 
he 
ral, 
the 
est 
he 


or 


il- 
1e 


No. 26 





June 25, 1927 


te 





Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 
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CARRIAGE OF LIVE STOCK 


(Court of Civil Appeals of Texas, Austin.) Where case is 
submitted on special issues, under Vernon’s Ann. Civ. St. 1925, 
art. 2190, jury should not be instructed to find general verdict, 
as defined in article 2202, subd. 4, on answer of certain of issues 
in certain way. (Houston & T. C. R. Co. et al. vs. Stribling, 
293 S. W. 890.) 

General charge instructing on law pertaining to whole 
case, as well as on certain phases, held erroneous, where special 
issues were submitted, since giving general charge in addition 
to special issues is prohibited by Vernon’s Ann. Civ. St. 1925, art. 
2189, providing that, where case is submitted on special issues, 
court shall submit only explanation and definitions of legal 
terms necessary to enable jury to properly pass on issues and 
in view of articles 2184, 2185 and 2190.—Ibid. 

Where issues are submitted so as to require jury to answer 
in accordance with preponderance of evidence, it will suffice as 
a charge on the burden of proof.—Ibid. 

In actions against carriers for damages to live stock, where 
damages sought are difference in market value at destination 
in condition delivered and condition when properly delivered, 
it is not necessary to charge on measure of damages, but court 
should simply submit question calling for that difference in 
value.—Ibid. 


<y 





Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(District Court, E. D., South Carolina.) By Interstate Com- 
merce Act, Sec. 3 (4), as amended by Transportation Act, Sec. 
405 (Comp. St., Sec. 8565 [4], construed in connection with sec- 
tion 1 (3), being Comp. St. Sec. 8563, power to regulate the use 
of terminal facilities of an interstate railroad, including all 
sidings and switch and spur tracks, is vested in the Interstate 
Commerce Commission, to the exclusion of the states. (Southern 
Ry. Co. vs. Shealy et al., 18 Fed. Rep. [2nd] 784). 

Where interstate and intrastate transactions both are in- 
volved in the use of terminal facilities, the regulation of the 
latter is so incidental to, and inseparable from, the regulation 
of the former, as to be deemed included in the authority to regu- 
late such use conferred by statute on the Interstate Commerce 
Commission.—Ibid. 

An order of a State Railroad Commission, requiring an in- 

terstate railroad company to furnish the use of terminal facil- 
ities and tracks to another company, held void for want of juris- 
diction, and for the further reason that it failed to make any 
provision for compensation, in violation of the constitutional 
provision against the taking of property without compensation. 
—Ibid. : 
(Circuit Court of Appeals, Eighth Circuit.) Where member 
of note owners’ committee, who was also receiver’s counsel, 
admitted in his brief that he bid for and bought property of rail- 
road at judicial sale as trustee for all note holders, held, that he 
was liable as trustee to note holders, and was required to render 
strict account to his beneficiaries of all he received, and could 
not set up adverse title or claim. (Trustees Corporation, Lim- 
ited, vs. Kansas City, M. & O. R. Co. et al., and four other cases, 
18 Fed. [2nd] 765.) 

Order unconditionally approving plan for reorganization of 
insolvent railroad, presented by railroad receiver’s counsel, pro- 
viding for organization of new corporation having capital divided 
into 75,000 shares, 20,000 shares to be allotted for purchase to 
applicant and his associates, 15,000 to go to applicant and re- 
ceiver as compensation for their services in receivership pro- 
ceedings, and balance of 40,000 shares to be allotted for subscrip- 
tion to note holders at specified prices, held insufficient to pro- 
tect note holders’ rights, and order should be entered authoriz- 
ing them to purchase all the stock allotted to applicant and his 
associates, by paying price paid therefor, with interest, and pay- 
ing applicant and receiver for their services, and in the alter- 
native permitting note holders to purchase the 40,000 shares at 
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same price applicant’s associates paid for the 20,000 shares. 
—Ibid. 

Bid made at judicial sale of insolvent railroad’s property, 
by one who was not a note owner or otherwise interested in the 
railway, which bid did not comply with requirements of decree 
and order of sale, and was conditional on Interstate Commerce 
Commission’s honoring bidder’s application for loan, held prop 
erly ignored by master.—Ibid. 

(Supreme Court of Ohio.) Where three different railroad 
companies, operating through different territory respectively, 
have maintained for several years a common freight rate of 50 
cents per ton upon a common commodity, sand and gravel, from 
points on their respective lines going to a common market, the 
haul being 13 miles on one road, 18 miles on another, and 42 
miles on the third line, and then the two shorter haul railroads 
reduce the freight rate to 30 cents per ton upon the common 
commodity, to a common market, and the other line continues 
to maintain the 50-cent freight rate for the 42-mile haul, it is 
error for the Public Utilities Commission, at the instance and 
request of the shipper on the 42-mile haul, to reduce the freight 
rate on that haul to 30 cents per ton, without sufficient evidence 
that the 50-cent rate is excessive and unreasonable to the extent 
of 20 cents per ton. Such reduction should not be made merely 
to enable the shipper over the long haul to become a successful 
competitive bidder in the common market with the shippers over 
the two shorter lines of transportation. (Cincinnati Northern R. 
Co. et al. vs. Public Utilities Commission of Ohio, 156 N. E. 
Rep. 506.) 

(Supreme Court of Iowa.) Taxi company and city held to 
have no property rights in cab stands, located in vacated alley, 
and, leased by railroad to rival company, in view of ordinance 
conveying alley to railroad, provisions of which were complied 
with. (Red Top Cab Co. vs. McGlashing et al. [City of Cedar 
Rapids, Intervener], 213 N. W. Rep. 791.) 

Railroad held entitled to grant exclusive rights to cab stand 
on its property near depot, notwithstanding disadvantage to 
rival cab company, since railroad owns property as absolutely 
as private owner for all purposes except as inimical to public 
duties, and rival cab company has no. rights as patron of rail- 
road.—Ibid. 

In suit to determine railroad’s right to grant exclusive rights 
to cab stand on its property, cab company having such right is 
entitled to no more than dismissal of city’s petition of inter- 
vention, and decree enjoining city’s trespass will be modified 
accordingly, notwithstanding that no relief was asked against 
city, in view of Code 1924, Sec. 5970.—Ibid. 


Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 








(Circuit Court of Appeals, Second Circuit.) Where York- 
Antwerp Rules are not part of contract of affreightment, deck 
cargo loss by jettison, in trade in which deck cargo is cus- 
tomary, would have to be made good as general average. (Lange 
vs. George D. Emery Co. et al., 18 Fed. Rep. [2nd] 744). 


Except under York-Antwerp Rules, damage to vessel inci- 
dental to jettison would be regarded as part of the loss by jetti- 
son, and would come within general average.—Ibid. 


Where contract of affreightment incorporated York-Antwerp 
Rules, and where it became necessary, after stranding of vessel, 
to jettison deck cargo of logs, one of which, after being jetti- 
soned, became jammed between propeller and stern frame, 
causing damage to ship, engines, and propeller, held, such dam- 
age was required to be made good as part of general average, 
under York-Antwerp rule No. 2, though loss of deck cargo was 
not made good under rule No. 1.—Ibid. 


(District Court, N. D., New York.) A charterer, to bring him- 
self within the purview of Rev. St., Sec. 4286 (Comp. St., Sec. 
8024), as an “owner,” entitled to limitation of liability, must 
allege that he manned, victualed, and navigated the chartered 
vessel. (Petition of E. I. Du Pont De Nemours & Co., Inc., 18 
Fed. Rep. [2d] 782). 


An allegation by a charterer in a petition for limitation of 
liability that it had been adjudged by another court in a suit 
between different parties that it was the owner of the char- 
tered vessel pro hac vice held not sufficient to bring it within 
the provisions of the Limited Liability Act (Comp. St., Secs. 
8020-8027), such decision not being res judicata as against ex- 
ceptors to petition.—lIbid. 

Claimants may, without filing claims, except to sufficiency 


of petition for limitation of liability for failure to allege juris- 
dictional facts.—Ibid. 
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RATES ON CANNED GOODS 


The testimony of thirty-four witnesses was taken on the 
question of whether the railroads should be allowed to reduce 
the present transcontinental rate of $1.05 per 100 pounds to 90 
cents, in the hearing on I. and S. 2909 and supplemental orders 
1 and 2, canned goods, carloads, from Pacific coast points to 
the middle section of the United States, held at Chicago before 
Examiners Hill and Crowley June 21, 22, 23 and 24. The sus- 
pended schedules, which were to have been effective May 16, 
propose a blanket rate of 90 cents extending from Colorado 
common point territory, on the west, to the Buffalo-Pittsburgh 
line, on the east. Fourth section application No. 13102, filed 
by J. E. Johanson, agent, was joined with the I. and S. proceed- 
ing. It requests permission to retain present higher rates on 
canned goods in intermediate territory. The rates under sus- 
pension apply on canned fruits, vegetables, and milk. 

As explained by carrier witnesses, the 90-cent rate was pub- 
lished in an effort to retain the traffic on the commodities in- 
volved, which they contended, was increasingly being withdrawn 
from them by intercoastal shipping through the Panama Canal. 
The hope was expressed that the proposed rate would enable 
them to handle a material proportion of the canned goods busi- 
ness to Buffalo-Pittsburgh territory, Central Freight Association 
territory and southeastern interior states, which traffic, they 
said, rightly belonged to them. While the suspended tariffs do 
not publish the rate to Southern Freight Association territory, 
it is understood that, if the suspension is lifted, the southern 
carriers will concur in it. As an illustration of the degree to 
which the California canned goods traffic was being taken from 
the carriers by the water routes, it was stated that the Cali- 
fornia production of canned goods in 1926 exceeded the produc- 
tion in 1925 by approximately 190,000 net tons, and that the 
railroads had handled approximately the same tonnage in 1926 
as in 1925. 


M. A. Cummings, general freight agent, Southern Pacific, 
San Francisco, said the proposal to reduce the rate originated 
with dealers at Chicago and in C. F. A. territory, who reported 
that they were finding it increasingly difficult to distribute in 
competition with dealers at Gulf and Atlantic ports. Paul P. 
Hastings, general freight agent, Santa Fe, San Francisco, said 
the carriers were simply making a further attempt to retain 
traffic to which they were entitled, but which was steadily get- 
ting away from them. He explained that, in 1921, they had 
published the rate of $1.05 for that purpose, but that, since that 
time, the water rate had been reduced from 55 cents to 45 cents 
and the rail rates from the ports into the interior had been 
reduced, on the average, about 5 cents. The 90-cent rate, he 
said, would put the carriers back into the same relative position 
with relation to the water lines that had been accomplished by 
the publication of the existing rate. 

Opposition to the 90-cent rate was limited to the intercoastal 
shipping lines and port cities on the Gulf and the Atlantic. Repre- 
sentatives of New Orleans, Houston, Galveston, Beaumont, Mobile, 
Charleston, S. C., the Mississippi-Warrior Service, and the inter- 
coastal lines testified in opposition to allowing the suspended 
tariffs to become effective. Generally, they contended that the 
proposed rate, as compared to rates on which the commodities 
generally moved, was excessively low and would deprive the 
ships of vital revenue and the ports of the logical benefits in 
distribution to which their position entitled them. Oliver V. 
Caldwell, freight traffic manager of the Luckenbach Steamship 
Company at New York, said California canned goods represented 
22 per cent of the eastbound tonnage of his line, and stated 
it as his opinion that the intercoastal rate of 45 cents was un- 
reasonably low. Edgar Moulton, assistant general manager of 
the New Orleans Joint Traffic Bureau, pointed out that, when 
the water distance from the Pacific coast to that point was 
equated to a rail distance on a formula of 7 to 1, on the basis 
of similar computations performed by the Commission, Chicago 
was 570 miles nearer San Francisco through New Orleans than 
by the all-rail routes, yet the publication of the 90-cent rate, 
he said, would limit New Orleans to a distributing area of about 
150 miles. C. E. Holloman, manager of the transportation de- 
partment of the Houston Chamber of Commerce, said it would 
restrict Houston to approximately 75 miles. 


Hugo Oberg, Washington, D. C., testifying for the inter- 
coastal lines, introduced figures to show that the average 
weighted haul on which the 90-cent rate was proposed was 2,100 
miles. He compared that to a distance from New York of 1,300 
miles it would move on a 90-cent rate, and 1,025 miles on the 
scale prescribed by the Commission in the consolidated south- 
western cases. 

Various representatives of dealers in the interior territory 


affected testified as to their inability to compete against dealers . 


at the ports and at such points as were located so as to be 
able to avail themselves of the water rate plus rail rates from 
the ports which were under the all-rail rates. R. E. Mower, 
wholesale grocer, Indianapolis, representing the Indiana Whole- 
sale Grocers’ Association, said the distributing territory of Indi- 
anapolis had been cut down a third in the last few years. H. W. 
Armstrong, Chicago, president of Reid-Murdoch and Company, 
said that, prior to 1922, the competition his company experienced 


THE TRAFFIC WORLD 






Vol. XXXIX, No. 26 


was from local distributors in the territory his concern reached, 
but that, at present, the competition was with New York. He 
said it had been necessary for his company to establish branches 
at New York and Pittsburgh to maintain its business in Centra] 
Freight Association territory. He said 90 per cent of the ton- 
nage his company shipped in to the Pittsburgh branch came via 
the canal. In substantiation of the importance of the California 
canned goods business to the wholesaler, he said it represented 
20 per cent of the business done by his company. W. E. Fitz- 
gerald, traffic manager of Lee & Cady, Detroit, said it repre- 
sented 25 per cent of the total of his company. 

Considerable testimony was introduced by those favoring the 
reduction to show that the 90-cent rate was not out of line or un. 
reasonably low as compared to transcontinental rates on other 
commodities. C. E. Hockstedler, Chicago Association of Commerce, 
made comparisons between the per car revenue of $621, which 
would be earned on the traffic at its average loading of 69,000 
pounds, with the earnings of other commodities in transconti- 
nental traffic, to show that it was in excess of the latter not 
only individually but as a whole. He said the proposed rate 
was, if anything, less than a reasonable maximum rate. 

The fourth section application covered departures that will 
exist if the 90-cent rate is allowed, from western defined terri- 
tories to the southwest and from Texas differential territory 
to Texas common point territory and to eastern points, such 
as Pittsburgh. Testimony was introduced by G. C. Bowen, of 
the Kansas City Southern; G. A. Ryser, of the Texas & Pacific; 
H. F. Klocker, of the M. K. & T.; and L. J. Deasy, of the Santa 
Fe. It was explained that the preservation of group relations 
required the maintenance of existing rates and that the higher 
rates involved were made on the basis of a 36,000-pound mini- 
mum. It was said that, generally, there would be no violations 
of the fourth section on the applicable minimum, but that, in 
the event a car should be loaded to 50,000 pounds or more, the 
90-cent rate applying to the 60,000-pound minimum would make 
a lower rate. 


APRIL OPERATING RESULTS 


The Commission’s official statistics on operating revenues 
and operating expenses of Class I roads, for April, 1927, and 
April, 1926, and for the four months ended with April, 1927, and 
1926, for the United States, as a whole, follow: 





1927 1926 
Average number of miles operated....... 238,317.42 237,613.19 
Revenues: 

BYOIGRt .ccccs wm aaethevicracemag-ae osseous $ 371,389,511 $ 370,616,002 
ee ar re memes pani unmaear *77,332,016 +80,673,084 
ae Vieset eer meeneemere 7,947,828 8,018,982 
PIN a cciradiceinacmanaseGuesesioncosne 13,441,893 12,873,123 
All other transportation.............. 17,515,774 17,757,779 
| ONE bicheaabe weed 10,137,522 9,852,806 
SGU THOUICY—CF.. occ cccccceeseccceees 1,081,201 1,087,416 
A 9 ren . 417,875 390,001 
Railway operating revenues...... 498,427,870 500,489,191 
Expenses: 
Maintenance of way and structures... 75,832,907 72,013,659 
Maintenance of equipment............ 102,622,245 108,639,919 
D..., Se e Dienaeeesecwawes 9,942,059 9,367,285 
fo eae eee eee 176,804,023 176,797,509 
Miscellaneous operations ............. 4,443,469 4,502,380 
| ieee ane 16,073,417 15,733,806 
Transportation for investment—Cr.... 1,050,132 1,271,536 
Railway operating expenses....... 384,667,988 385,783,022 
Net revenue from railway operations..... 113,759,882 114,706,169 
OGHWEY CAE SCCPURIB. . 0 ccccccccccceccece 30,390,191 30,388,165 
Uncollectible railway revenues........... 158,228 165,472 
Railway operating income............ 83,211,463 84,152,532 
Equipment rents—Dr. balance............ 7,389,132 6,548,703 
Joint facility rent—Dr. balance........... 2,195,178 1,722,123 
Net railway operating income......... 73,627,153 75,881,706 
Ratio of expenses to revenues (per cent) 77.18 77.08 
FOUR MONTHS 
Average number of miles operated........ 238,186.96 237,537.69 
Revenues: 
a EP Cree saneidiem somniceeed $1,489,716,510 $1,461,565,877 
Passenger .......++++ seabaeaabnceiens $314,107,569 §329,689,338 
. eee cer eseccceoee peeeete 31,390,055 31,719,146 
PE nic0servesoureus NEE NEC CHS 43,540,881 45,058,068 
All other transportation............... 65,335,413 65,014,809 
ee ee errr 38,851,157 38,964,041 
Joint facility—Cr. ..... erawws peeiumore 4,486,163 4,262,638 
JOint facility—DrFr. .ccccccccccccccccoce 1,681,411 1,531,921 
Railway operating revenues...... 1,985,746,337 1,974,741,996 
Expenses: 
Maintenance of way and structures... 262,946,155 256,687,640 
Maintenance of equipment............ 417,074,415 428,252,809 
TEBING ccccccccccevcccveccccccescccooce 39,234,477 36,476,001 
TrANsSPOrtation acccccccccccccescccsces 731,968,531 726,610,574 
Miscellaneous operations ...........-. 18,095,400 17,916,668 
Gerneral ..cccccccceccccccccccccsccccccs 63,974,665 61,478,934 
Transportation for investment—Cr.... 4,040,069 4,218,415 
Railway operating expenses...... 1,529,253,574 1,523,204,211 
Net revenue from railway operations..... 456,492,763 451,537,785 
Railway tax accruals.......eeeseceeeeeeees 119,481,917 118,534,539 
Uncollectible railway revenues..... 508,745 564,055 
Railway operating income...... .. 336,502,101 332,439,191 
Equipment rents—Dr. balanee ...........: 28,093,699 25,046,293 
Joint facility rent—Dr. balance........... 8,444,195 7,542,361 
Net railway operating income......... ean | eae x ; 


Ratio of expenses to revenues (per cent) 


*Includes $3,179,921 sleeping and parlor car surcharge. 
tIncludes $3,183,944 sleeping and parlor car surcharge. 
tIncludes $12,830,119 sleeping and parlor car surcharge. 
§Includes $13,120,267 sleeping and parlor car surcharge. 
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ee a eR 
Personal Notes 

—_—_— 


Sherman T. Handy, chairman of the Michigan state com- 
mission, has resigned to enter private practice at Lansing, Mich. 

John E. Curtiss, formerly secretary of the Nebraska state 
commission, has been appointed a member of the commission, 
succeeding H. G. Taylor, who has resigned, effective July-1, to 
become manager of public relations of the car service division 
of the American Railway Association. 

At the quarterly meeting of the Pacific Coast-Europe Con- 
ference, Erik Krag, manager of the European and Cuban serv- 
ices of the General Steamship Corporation, was named chair- 
man for the ensuing three months, succeeding F. W. Kutter, of 
the Norway Pacific Line. The rates committee for the next 
three months will consist of R. S. Norton, Sudden & Christen- 
son; P. M. Holway, Furness, With & Co.; and Christian Jensen, 
East Asiatic Company, with Mr. Krag acting as chairman. 
E. J. A. Watts remains as general secretary of the conference. 

Martin L. Schultz, general agent, Toledo, Peoria & Western, 
has been placed in charge of a new agency of that line at 
Chicago. 

Howard G. Pierson has been appointed traffic manager, 
Lehigh and Hudson River, at Warwick, N. Y. The position of 
general freight and passenger agent has been abolished. 

Vice-presidents C. E. Spens and E. P. Bracken, of the C. B. 
& Q., have been elected vice-presidents of the Colorado and 
Southern. They will continue as vice-presidents of the Burling- 
ton. Mr. Spens is at the head of the Burlington traffic depart- 
ment and Mr. Bracken is chief operating officer of the Burlington. 

George Stephen has been appointed freight traffic manager, 
Canadian Pacific, succeeding E. N. Todd, resigned. 

George Munro is appointed general agent, freight depart- 
ment, New York Central Lines, with headquarters at St. Paul, 
Minnesota, vice Jos. R. O’Malia, promoted. 

A. W. Stoll, chief clerk of the Railroad Administration since 
June 1, 1920, has resigned, effective July 1. In a letter to A. W. 
Mellon, Director-General, Mr. Stoll said that, as the work of 
the Railroad Administration was practically completed, it was 
apparent that his services would not be necessary after July 1. 
He entered the service of the Railroad Administration July 8, 
1918, having come from the Delaware & Hudson, where he was 
in the office of the vice-president in charge of finance and ac- 
counts. He began his railroad service with the Erie in 1901. 


DOINGS OF THE TRAFFIC CLUBS 


Wayne E. Butterbaugh, director of the department of traffic 
management, La Salle Extension University, Chicago, is chair- 
man of the educational committee of the Associated Traffic 
Clubs of America. He was the originator of the idea repre- 
sented in the program of the committee and drew the plan on 
which the association is now operating with respect to its 
educational work. He is a practical man, as well as. a theorist 
in the field of academic education. He went to his present 
position from the H. H. Franklin Transportation Department of 
Syracuse University. He has been connected with the Northern 
Pacific Railway, Canadian Pacific Railroad, Pere Marquette Rail- 
way, Illinois Central Railroad, and Southern Pacific Company 
in various capacities in the engineering, operating, maintenance, 
and traffic departments. He has been eastern traffic representa- 
tive of the Skinner and Eddy Shipbuilding Corporation at Seattle, 
Wash. During the war he was connected with the U. S. Ship- 
ping Board and Emergency Fleet Corporation, and later with 
the Adjutant General’s department. Following the war he was 
with B. R. Andersen, and Company and W. J. Byrnes and Com- 
pany, custom-house brokers and freight forwarders, Seattle, 
Wash. While in this business he also served as lecturer on 
transportation, University of Washington, and professor of 
transportation, Syracuse University. He is the author of “Prin- 
ciples of Importing,” “Atlas of Traffic Maps,” “Railroad Freight 
Rate Structures—Western Territory,’ “Import Shipments,” and 
“Getting Ahead in Traffic.” He is editor in chief of the new 
La Salle traffic management course and is in charge of traffic 
research and instruction in this department. 

Speaking of the educational program of the traffic clubs, he 
says: 

“The Associated Traffic Clubs of America, through its edu- 
cational committee, has undertaken a work heretofore untouched. 
Strange as it may seem, no other organization of traffic men has 
ever interested itself in the professional side of this field of 
work. While traffic men have always been interested in their 
own particular jobs, this interest has been displayed individually 
and not collectively. It can, therefore, be said that the educa- 
tional program of the traffic clubs represents the first concerted 
action of American traffic men to consider matters that will 
better their field of work. The question may well be raised as 
to what improvements are needed. The traffic clubs have the 
following matters in mind: 
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Furnishing business executives with a better understanding of 
the importance and functions of modern traffic departments. 
Distributing more complete information among the general public 


concerning traffic work. : 
Elimination of waste in industry by furnishing adequate traffic 


management. 
Establishment of standards of measurement for traffic men. 
Encouraging traffic men better to prepare themselves to handle 


their duties. : 
Development of educational courses in schools and colleges better 


to prepare those going into traffic. 
Maintaining the traffic department on an equal plane with the 


other branches of business. 


“It will be obvious that there is a clear distinction between 
technical traffic matters and personal traffic matters. The solu- 
tion of such problems as the simplification of railroad freight 
tariffs, handling car supply, and demurrage rules, for example, 
are technical ones, handled by such organizations as the National 
Industrial Traffic League, shippers’ conferences, American Rail- 
way Association, American Short Line Association, and shippers’ 
advisory boards. But these other matters that are so intimately 
tied up with the success of the individual traffic man and so 





W. E. BUTTERBAUGH 


sharply affect his profession in its relation with other fields of 
work—these are the problems that the educational committee 
of the Associated Traffic Clubs is investigating with an idea of 
improvement.” 





The Traffic Club of Detroit will hold its annual outing at 
Put-in-Bay, June 27. This trip will be made on the Steamer 
Put-in-Bay. 





The Traffic Club of the Manufacturers’ Association of Lan- 
caster (Penn.) held its annual banquet and election of officers 
at Landisville, Penn., June 20. Professor F. H. Gaige, of the 
Millersville State Normal School, was the principal speaker. 
The following were elected: President, J. D. Mummert, of John 
W. Eshelman & Sons; vice-president, M. C. Dellinger, of K. D. 
Manufacturing Company; secretary-treasurer, A. J. Kohler, of 
Armstrong Cork Company. 





Approximately 100 attended the reorganization meeting of the 
Traffic Club of Jacksonville, Fla., at the Carling Hotel, June 21. 
It was decided to hold two meetings a month, a business meeting 
the first Monday and a social meeting the third. The officers are 
as follows: President, F. C. Hillyer, commercial counsel for the 
Traffic Bureau of Jacksonville; vice-president, L. D. Jones, 
Florida agent, Norfolk and Western; secretary-treasurer, B. L. 
Smith, traffic manager, Great Atlantic and Pacific Tea Company; 
board of governors, T. W. Hansell, superintendent of terminals, 
Atlantic Coast Line; T. M. True, traffic manager, Gulf Red Cy- 
press Company; W. H. Goodby, traffic manager, Fruit Distrib- 
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utors, Inc.; V. E. Cook, commercial agent, Southern Railway; 
A. Rice King, Florida passenger agent, N. C. & St. L.; and 


R. J. Warrick, local manager, Southern Atlantic Steamship Line. 


Members of the Traffic Club of New England will attend a 
joint aviation meeting at the Boston Chamber of Commerce, 
June 28. Lieutenant-Colonel Blee, of the Department of Com- 
merce, will describe the present state of aviation and its appli- 
cation to business. The lecture will be illustrated by stereop- 
ticon slides. 

The Traffic Club of Chicago will hold a golf tournament at 
Olympia Fields Country Club June 29. 


The Traffic Club of Wheeling has elected the following direc- 
tors to serve for three years: C. A. Cockins, traveling freight 
agent, B. & O.; V. L. Garbesi, traffic manager, Hazel-Atlas Glass 
Company; W. W. Larkin, traffic manager, Wheeling Mold & 
Foundry Company; and A. W. Loyd, traffic manager, Sterling 
Products Company. Following the election of the new members 
to the board, the following officers of the club were elected by 
the board: President, J. A. Sonnhalter, division freight agent, 
Pennsylvania; vice-president, E. E. Wagner, Edward Wagner 
Wholesale Grocer Company; treasurer, W. H. Higgins, traffic 
manager, Wheeling Steel Corporation; secretary, P. H. Michel, 
traffic manager, Industrial Traffic Bureau. 





The Motor City Traffic Club of Detroit will hold its second 
annual Bob-Lo Island Park excursion July 11. There will be 
dancing both aboard the boats and at the park. Golf will be 
played on the new golf course on the island. 





The Pacific Northwest Industrial Traffic Conference held 
its third annual meeting at the St. Helens Hotel, Chehalis, Wash- 
ington, June 11. Each of the three organizations which make 
up the conference, the industrial traffic organizations of Seattle, 
Tacoma, and Portland, was well represented. 


The Traffic Club of Sioux City held a meeting at the Cham- 
ber of Commerce Club rooms June 22. The new president, R. G. 
Larson, discussed the policies of the club and outlined a pro- 
gram for the various committees. The new officers of the club 
are as follows: President, R. G. Larson; vice-president, C. W. 
Hacker; secretary-treasurer, John B. Williams; directors (in- 
dustrial), W. H. Mariott, R. E. Gillespie, J. F. Haskins, and C. W. 
Clemens; (railroad) F. Higgins, B. O. Searles, B. L. Clough and 
L. E. Petry. 





The application of the Joplin Traffic Club for membership 
in the Associated Traffic Clubs of America has been approved. 





The annual outing and golf tournament of the Traffic Club 
of St. Louis will be held July 26. 





The Traffic Club of Atlanta has ratified the resolution per- 
taining to industrial waste adopted at the meeting of the Asso- 
ciated Traffic Clubs of America at Memphis. 

The Traffic Club of Wichita held a meeting at the Wichita 
Club June 23. William J. Wertz, county attorney, was the 
speaker. Plans for a chicken dinner were discussed. 

The Richmond (Va.) Traffic Club will hold its annual sum- 
mer outing June 25 and 26. A special car will be attached to 
the 1:00 p. m. C. & O. train going to Old Point Comfort, Va., 
where it will be met by a boat to take the party to Ocean View. 
There will be dancing, bathing, fishing, and other entertainment 
at Ocean View. The club will be the guest of the Virginia Pilots’ 
Association, June 26, aboard one of its boats. A cruise will be 
made in Hampton Roads, landing at Newport News in time to 
catch the afternoon train arriving at Richmond at 6:50 p. m. 








The Pacific Traffic Association held the last meeting before 
its summer recess at the Palace Hotel, San Francisco, June 21. 
F. B. Barnes, manager, western division, United States Chamber 
of Commerce, spoke on “The Relationship of Transportation to 
Business.” 





In the Traffic World, June 18, the name of A. J. Bessolo 
appeared twice as a member of the board of governors of the 
Pittsburgh Traffic Club. The name of A. C. Graham, traffic man- 
ager, Youngstown Sheet & Tube Company, was dropped. Mr. 
Bessolo is traffic manager of the Standard Steel Car Company. 


The annual outing of the Oil City-Franklin Traffic Club will 
be held at Oil City, Pa., July 20. 








NORTHWEST ADVISORY BOARD 


The next meeting of the Northwest Shippers’ Advisory Board 
will be held at Valley City, N. D., July 26. 
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TRAFFIC MANAGEMENT AS A 
PROFESSION 


(Address by Professor G. Lloyd Wilson, of the University of Penp- 
sylvania, before the Indianapolis Traffic Club and the 
Ohio Valley Shippers’ Advisory Board, June 21.) 


One of the most significant developments in commerce and 
industry within recent years has been the steadily increasing 
number of professional men engaged in industrial and commer. 
cial organizations. Business is no longer conducted by indi- 
viduals or by combinations of men with general training and 
experience in all branches of business management, but not 
specialists in any one branch. Commercial and industrial sci- 
ence and the arts of business management have become so com. 
plex that only competent, trained experts can hope to administer 
the affairs of their respective branches of business organizations 
effectively. The sun of the all-around business man is setting 
and the day of the specialist in business is dawning. It is as 
futile to attempt to manage a modern industry without technical 
specialists as it is to operate the plant without machinery. 

Engineering schools, law schools, schools of commerce, and 
evening and extension courses in technical education have been 
training engineers, attorneys, accountants, and, recently, traffic 
and transportation men, to fill the demand for technical special- 
ist in commerce and industry. 

The traffic and transportation men of this country have been 
comparatively slow in organizing along professional lines. Other 
bodies of technical men have banded together in order to pro- 
mote the interest of actual or potential users of the technical 
services offered by members of the groups, to promote higher 
standards of business ethics among the members in various 
technical fields, and to encourage technical education and higher 
standards in their fields of activity. Physicians, attorneys, engi- 
neers, accountants, architects, and many other groups of tech- 
nically trained men offering their services to the public for 
compensation have organized into international, national, state 
wide, and local bodies with more or less permanent and definite 
purposes and objectives to promote, protect, and perpetuate their 
chosen callings. 

All groups of men engaged in a common line of business 
activity are not essentially or potentially professional groups. 
In addition to common vocational interest there must be several 
other factors present to raise a group to the basis of a profession. 

First, there must be a body of technical or scientific data 
which members of the groups must have mastered or become 
proficient in thorough study, practice, and painstaking work for 
a comparatively long period of time, under competent guidance 
and instruction. 

Second, there must be a definite public service to be per- 
formed by members of the groups. Definite and valuable service 
must be performed in the interests of those who employ the 
professional men and the services must contribute something of 
value to commerce and industry as a whole and to the progress 
of mankind as a whole. 

Third, there must be a high standard of ethics, technical 
practices, and spirit of cooperation among the members of the 
group. 

Traffic as a Profession 


Traffic management qualifies as a profession in all three 
respects. The amount of technical data to be mastered is con- 
siderable and compares in difficulty with any body of informa- 
tion required to be mastered by the members of any professional 
group. The anatomy of the human body is no more difficult to 
understand than the anatomy of a modern freight tariff or of a 
railroad financial report. The law of carriers is one of the most 
difficult branches of the study of law. 

Traffic management, including the management of the traffic 
affairs of railroads, electric railways, steamships, express com- 
panies, motor lines, cartage companies, air transport companies, 
industries, commercial enterprises, and municipal, state, and 
national bodies, is definitely a service of public importance. The 
U. S. Supreme Court has stated in several cases of national 
importance that transportation is a business clothed with a 
public interest. The men charged with the responsibility of 
managing the traffic interests of either the suppliers or users 
of transportation services are performing tasks in which the 
carriers, shippers, and general public are directly and vitally 
concerned. 

The traffic and transportation men of this country are de- 
veloping a spirit of cooperation and a sense of mutual depend- 
ence and a standard of ethics comparable to that of a profes- 
sional group. The field is ripe for professional organization. 


Program of Associated Clubs 


The Associated Traffic Clubs of America sponsored the move- 
ment at the annual convention at Dallas, Tex., in April, 1926. 
The board of directors of this body indorsed the suggestion that 
a committee be appointed by the president to work out a pro- 
gram bringing home to business men and to the railroads the 
importance of employing capable traffic men. 

A national committee of twenty-one members, including six 
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industrial or commercial traffic managers, five traffic representa- 
tives of carriers, the president of one university, three deans of 
colleges of commerce, and six other educators in the field of 
transportation, was appointed by the president. The work of 
the committee was begun with the enthusiastic support of the 
organization and of the traffic clubs composing the national 
organization. 

The specific aims of this national committee may be sum- 
marized as follows: ‘ll 


1. To promote a better understanding and a more thorough ap- 
preciation of the importance of transportation and of the proper 
management of traffic on the part of the carriers, industry, and the 
public at large. aoe ce : 

2. To increase the facilities for the training of technical trans- 
portation men. E ae be 

3. To assist in enlarging the scope of the activities of technicians 
in traffic management. 

4. To broaden the functions of industrial and commercial traffic 
department. 

5. To increase the number of trained traffic men and their satis- 
faction in their chosen fields of work. 

6. To show industrial establishments and commercial organizations 
how they are overlooking specific benefits and sources of substantial 
savings if they are not intrusting their transportation and traffic 
affairs to competent traffic managers. 


The objectives are sought to be accomplished through a cam- 
paign of education coordinated by the association through the 
national education committee working in harmony with the 
member traffic clubs. 


Round-table discussions, addresses at conventions of business 
and technical associations, articles in leading technical journals, 
general magazines, trade papers, business periodicals, and news- 
papers are used to bring the benefits of traffic management and 
technical material on this subject to the attention of those 
actively and potentially interested. Courses in transportation 
and traffic management designed to assist men to obtain tech- 
nical training in transportation and traffic management are to 
be encouraged and assisted through improving the 
between the work of the professional teachers in the universities 
and colleges and men in the traffic field with carriers and indus- 
tries. The teacher needs the practical man and the practical 
man the teacher. 


Instruction in Traffic Management 


Courses in transportation have been taught at various lead- 
ing universities in the United States for more than twenty-five 
years. Specialized courses in various branches of transportation 
science and in railroad, steamship, and industrial traffic manage- 
ment are of more recent development. Several university schools 
of commerce or business administration, university evening 
schools, extension schools, and correspondence institutions offer 
technical instruction in traffic management to those already in 
the work and those seeking to enter it. 


The great increase in the number of courses in transporta- 
tion, both cultural or general courses, and the vocational or 
professional courses in carrier and industrial traffic management 
has been one of the significant changes in university and college 
curricula in the last few years. Prior to 1920, the overwhelming 
majority of courses in transportation were cultural or academic 
in the study of the economic history of transportation, particu- 
larly of railroad transportation. A few university curricula in- 
cluded courses in traffic and rates and in coastwise, foreign, and 
inland water transportation. Since the period of federal control 
of transportation during the participation of the United States 
in the World War, and since the passage of the transportation 
act of 1920, which imposed new duties and granted privileges 
to shippers and carriers in interstate commerce, many institu- 
tions have enlarged the scope of the courses of instruction in 
transportation. The art of traffic management is now taught in 
connection with the science of transportation. 


The legal background of traffic management in federal and 
state statutes, in the decisions of courts, of the state regulatory 
commissions, and of the Interstate Commerce Commission, 
causes these courses to be quasi-legal in nature. As a result of 
the activities of the universities and extension schools in de- 
veloping technically trained men to cope with the complex 
merchandising and transportation problems that confront the 
carriers and industries, the traffic technician, whether university- 
trained or self-taught, through the long, hard school of experi- 
ence, is coming to be recognized in commerce and industry as 
a professional specialist. The traffic manager is rapidly taking 
a place in the business world at the side of attorneys, account- 
ants, engineers, and specialists in purchasing, production, and 
distribution. 


With two great national organizations of traffic and trans- 
portation men, such as the National Industrial Traffic League 
and the Associated Traffic Clubs of America, actively interested 
in widening the horizon of the traffic field, and with practical 
traffic managers and research technicians collaborating in the 
improvement of technical standards in the traffic profession, the 
future is bright for the improvement of the usefulness of traffic 
and transportation men to industry. 
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Duties of Industrial Traffic Departments 


Laymen in the field of transportation usually have hazy 
views with regard to the work of the traffic manager in industry. 
They are often thought of as glorified shipping clerks, whose 
duties end with the routing of shipments and a few other similar 
elementary tasks. There are, unfortunately, traffic managers 
whose duties do not rise very high in importance, but the men 
who bear the titles of traffic managers in important industrial 
corporations and commercial organizations occupy positions of 
authority and responsibility. 

The importance of traffic work is recognized by the executive 
heads of large industrial and commercial enterprises, and smaller 
organizations are following the lead of their larger rivals. Many 
new traffic departments are organized each year and small traffic 
departments are being enlarged and strengthened. 

The privileges and responsibilities placed upon shippers by 
federal and state legislation, and the necessity of keeping indus- 
trial operating costs down to the minimum because of the 
pressure of competition, have made the position of the indus- 
trial traffic manager an indispensable post in every industry. 
An efficient industrial traffic manager is the product of intensi- 
fied training and technical education. His education is never 
completed, for he must keep abreast of the march of progress. 
He must have a comprehensive knowledge of manufacturing 
costs and processes, commercial geography and transportation 
customs throughout the world. He must be familiar with legal 
procedure. The law in connection with the transportation of 
goods is becoming more perplexing with the enactment of each 
law and each court decision. 

A good industrial traffic manager must have a sound knowl- 
edge of rates, the interpretation and application of freight tariffs, 
the principles underlying rate construction, classification pro- 
cedure, and procedure in rate adjustments. He must have ability 


POSITIONS WANTED OR OPEN 


POSITION WANTED—Experienced traffic man, familiar with 
rates and routing, desires new location with prospects; nine years’ 
practical experience; no objection to locating in small city. Ad- 
dress H. G. F., care Traffic World, Chicago, Ill. 























BALTIMORE, MD. 
GENERAL MERCHANDISE STORAGE 
Pool Car Distribution. Forwarding—Rigging 


BALTIMORE TRANSFER CO. 


Telephone Calvert 0300 300 Block, North Front St. 


Merchandise Storage and Pool Car 
Geeeeteence’ Distribution 


2,000 CARLOAD 
CAPACITY 


CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 





NEW ORLEANS, LA. 
STORAGE 
Efficient Merchandise Distribution 
THE COMMERCIAL WAREHOUSES 


201 IBERVILLE ST. 


CHICAGO TANK CAR COMPANY 


RAILWAY EXCHANGE BUILDING 
Works: Penn. System Telephone Harrison 3486 


Hegewisch, Illinois te S.B. CHICAGO, ILL. 
TAN K CARS 


TANK CARS TO LEASE We Rebuild and Repair Tank Cars 
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to make a survey of the output of the company he represents 
from a transportation standpoint to discover existing discrimina- 
tions and to eliminate them in order to reduce the industry’s 
transportation costs in connection with inbound and outbound 
tonnage. 

It is unnecessary, in a group of industrial and commercial 
traffic men, to analyze exhaustively the duties of a traffic man- 
ager. In order to facilitate a brief enumeration of these manifold 
duties they may be divided into three groups. 

The first, the service duties of traffic management, includes 
a comprehensive list of functions incident to the routine work 
of the typical. industrial traffic department: 1. Obtaining and 
quoting rates; 2. Collection and housing of adequate tariff files; 
3. Tariff studies and analyses; 4. Auditing freight bills of the 
earriers; 5. Preparing, filing and collecting claims for loss, 
damage or delay against carriers and insurance companies; 
6. Routing inbound and outbound shipments by railroad, steam- 
ship, express, motor freight, parcel post and dir transportation; 
7. Tracing overdue shipments; 8. Expediting urgently needed 
shipments; 9. Arranging for car supply; 10. Packing, marking 
and shipping; 11. Receiving freight; 12. Preparation of shipping 
papers; 13. Supervising the operation of plant transportation 
facilities; 14. Supervising motor and horse-drawn vehicles used 
in local transportation service; 15. Supervising the marine and 
floating equipment of industrial concerns. 

A second group of duties of industrial traffic departments 
may be termed “constructive functions.” In the performance of 
these duties the traffic department functions as a research or- 
ganization intent upon the discovery of ways to reduce trans- 
portation expenses and of new economies in plant operation and 
in the collection and distribution of goods: 1. The selection 
of plant and factory sites; 2. The selection of warehouse sites; 
3. The consolidation of small lots into carload shipments; 4. The 
distribution of goods shipped in carloads to strategic rate points 
and are distributed in smaller lots to nearby destinations; 
5. The adjustment of unjustly discriminating rates; 6. The prep- 
aration of rate and service before state and federal regulating 
commissions; 7. The preparation and collection of reparation 
claims against carriers regulating commissions; 8. Proceedings 
before classification committees in connection with rules and 
regulations and ratings; 9. Investigations into costs of pack- 
ing, shipping, receiving and routing of goods seeking to reduce 
costs; 10. The prevention of loss, damage and delay through 
proper packing, marking, preparation of goods and the selection 
of proper containers. 


A third group of functions of traffic organizations in industry 
may be termed “co-operative functions”. The industrial traffic 
manager, in this connection, works, not as the manager of a 
department performing routine duties, nor as a researcher in 
transportation, but as a member of a team composed of depart- 
ment heads and executives of the industry to improve the 
methods of collection, manufacture, storing and distribution of 
the goods handled by the industry: 1. Co-operation with the 
sales department in selecting markets, routes to markets, dis- 
tributing centers, salesmen’s itineraries, in developing the good 
will of customers and prospective buyers and otherwise reducing 
costs and improving the methods of distribution; 2. Co-operation 
with the purchasing department in assisting in finding new 
sources of supply, routes, concentration centers, and in improv- 
ing the methods and reducing costs of obtaining raw materials 
and supplies; 3. Co-operation with the advertising department 
in selecting fields for advertising the company’s products; 4. Co- 
operation with the stores department in receiving and disbursing 
goods efficiently; 5. Co-operation with the manufacturing or pro- 
duction department in moving goods from place to place in the 
process of manufacture more efficiently; 6. Co-operation with 
the accounting department in improving records and cost data 
relating to the movement of goods; 7. Co-operation with the 
treasury department in improving the handling of transporta- 
tion bills, negotiable bills of lading, and other transportation 
financial documents; 8. ‘Co-operation with other industries 
through chambers of commerce, trade associations, and other 
business bodies; 9. Co-operation with other industrial traffic 
managers through the shippers’ regional advisory boards, the 
National Industrial Traffic League, shippers’ conferences, and 
other traffic bodies; 10. Co-operation with the carriers through 
the Associated Traffic Clubs of America, the shippers’ regional 
advisory boards, local traffic clubs, and through the development 
of a spirit of mutual good will and confidence between carriers 
and shippers. 

Value of a Traffic Department 


An industrial traffic manager and a departmental staff to 
assist him are not luxuries for large concerns, but necessities 
for all industries. 

Lyman Anson, in an article in Printers Ink several years 
ago, presented the point of view of a layman in transportation 
and traffic matters who had been “sold” on the necessity of the 
traffic manager in business: 


How small may a business be and still be justified in employing 
a high-grade traffic manager? It is difficult to answer this question 
because conditions are different. The important fact, though, is this: 
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Today competition justifies a much smaller company employing a 
traffic manager of its own than was the case several years ago 
This is a natural consequence of self defense. Classification, routing 
rates and other traffic matters have become more complicated andj 
instances have doubled in which the chance of a company’s doing busi. 
ness depends upon how economically that company can get in its 
raw materials and distribute its finished products. This condition 
is by no means confined to the larger concerns. Where the little fellow 
has to ‘“‘buck’’ against the big, it is frequently not so much a ques. 
tion of, ‘Can I afford a traffic manager of my own?” as, “Can | 
afford not to have one?” 


ALLEGHENY ADVISORY BOARD 


The second formal meeting of the Allegheny Regional Aq. 
visory Board will be held at 10 o’clock a. m. (Eastern Standarq 
Time), in the ball room of the Ohio Hotel, Youngstown, 0 
June 30. On the preceding day the executive committee will 
convene at 10 o’clock a. m. 

A special committee composed of shippers in the district 
has made a thorough investigation of the subject of correct tare 
weight of cars and what steps should be taken to insure cleay 
cars being supplied to shippers. It is expected that this com. 
mittee will report. 

C. W. Galloway, vice-president, Baltimore & Ohio, and J. |. 
Marsh, president, Youngstown Chamber of Commerce and presi- 
dent of the Vahey Oil Company, will make short addresses. 

The membership of the Allegheny board has increased from 
444 December 17 to 1,000. 


SOUTHEASTERN WAGE AWARD 


The Trafic World Washington Bureau 


The board of arbitration that was selected to pass on the 
demand of firemen on southeastern railroads for an increase of 
from $1 to $1.25 a day in pay announced its decision June 20, 
The rates of pay of firemen engaged in all road service except 
passenger service were increased 40 cents per basic day and the 
rates of pay of all other employes involved were increased 35 
cents a day. The award covers firemen, hostlers and helpers 
employed on twelve southeastern railroads. 

The award provides for a minimum daily rate in passenger 
service of $5.60, and that the existing rates of pay, in cases of 
standard rates, shall be increased the same amount as proposed 
for the standard rates, and that all arbitraries and special allow- 
ances shall be increased proportionately. 

The board further decided that “the weight of all other 
power driven wheels will be added to the weight on drivers 
of locomotives that are equipped with boosters, and the weights 
produced by such increased weights shall fix the rates for the 
respective classes of service.” 

The board denied a request that gradations of locomotives, 
according to weights on drivers, be extended to 550,000 pounds 
and over in freight service, with an additional increase of 25 
cents per day to be applied to each 50,000 pounds above 250,000 
pounds on drivers. 

The award was signed by Judge Grafton Green, chief justice 
of the Supreme Court of Tennessee, and W. J. Jenks, vice-presi- 
dent of the Norfolk & Western. C. J. Goff, representing the 
Brotherhood of Locomotive Firemen and Enginemen, in a dis- 
senting opinion, declined to approve the wage increases on the 
ground they were inadequate. 

The award will be applicable on the majority of the large 
roads in the southeast, exclusive of the Southern and the Sea- 
board Air Line. The Southern’s contract with its firemen has 
not expired. The Seaboard did not agree to arbitration. 

In his dissenting opinion, Mr. Goff said the increases awarded 
by the majority of the arbitration board “furnish a disheartening 
example of the weakness of arbitration as a means of procuring 
just compensation for wage earners.” 

“It is almost impossible to obtain a consideration of a wage 
question solely upon the record made in an arbitration, because 
matters outside the record, including general and uninformed 
public opinion, always seem to affect the judgment of those to 
whom a particular question is submitted,” said he, adding that, 
to avoid any misunderstanding, he wished to state that the 
neutral arbitrator (Judge Greene) “is a man of exceptional in- 
telligence and unquestioned integrity.” 


After briefly reviewing what he said the evidence showed 
with respect to wages of firemen and wages of other skilled 
workers, Mr. Goff said it appeared “from this award that what 
is economic justice is not a matter which can be safely sub- 
mitted to the judgment of others.” 


CENTRAL PACIFIC CONSTRUCTION 


Guy V. Shoup, general solicitor of the Southern Pacific Com- 
pany, has advised Director Mahaffie, of the Commission’s bureau 
of finance, of acceptance of the terms and conditions in finance 
No. 5111, in connection with authorization for the Central Pacific 
to construct a line between Cornell and Alturas, Calif. The 
authority was granted on condition that construction of the line 


be begun by June 17. Mr. Shoup said work on the line was 
begun June 14. 
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GULF PACIFIC LINE 


SAILINGS EVERY FOURTEEN DAYS 
FROM 


Houston, Mobile,New Orleans 
AND 
Regular Service From 


Beaumont, Port Arthur, Lake Charles 


Galveston, Tampa 
TO 


San Diego, Los Angeles, San Francisco 
Oakland, Portland, Seattle, Tacoma 
and Vancouver (B. C.) 


Through Bills of Lading issued to Hawaii, Australia, 
New Zealand and Dutch East Indies for trans- 
shipment at San Francisco. 


THE STEELE STEAMSHIP LINE, INC., General Gulf Agents 
Main Office: 424 Whitney Building, New Orleans, La. 


SWAYNE & HOYT, INC., Pacific Coast General Agents 
Main Office: 430 Sansome Street, San Francisco, Calif. 


SWAYNE & HOYT, INC., W. J. SMITH, General Agent 
209 South La Salle Street Chicago, IIl. 
SWAYNE & HOYT, INC., H. H. KENNEDY, General Agent 
320 Merchants Exchange Building St. Louis, Mo. 


THE STEELE STEAMSHIP LINE, INC., General Agents 
15 Moore Street New York, N. Y. 





Saves Insurance 
Two Ways 


Higher marine classification lowers 
rates. Shorter time in transit reduces 
premiums. Thus you save as you 
improve your service to Orient cus- 
tomers. 11 days across the Pacific. 
A sailing every fourteen days from 
Seattle for Yokohama, Kobe, Shang- 
hai, Hong Kong and Manila. For 
service ship via the President 
Steamers from Seattle. 


L. L. BATES, General Freight Agent 
1519 Railroad Ave. So. 
Seattle, Wash. 


American Mail Line 
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The Southwest’s 
Great Gateway 


Ship via the 


Port of Houston 


Fifty miles more of water rates—served 
by seventeen railway lines with substantial 
rate advantages and by numerous steamship 
lines which penetrate to the ports of the 
seven seas—Port Houston affords speed and 
economy to Export or Import shippers. 


=> 


Steamship Lines Which 
Serve Port Houston 


ODERO LINE 


Genoa-Naples 
=? 


NEWTEX LINE 


Houston to New York-Baltimore-Norfolk 
SS 


MUNSON LINE 


West Indies-Mexico and South American 
Atlantic and Pacific Coast Ports 


==> 


LONE STAR S. S. CO. 


Cuba-Porto Rico-San Domingo 
——- 


These Lines Are Represented 
in HOUSTON by 


BLAKELY SMITH CO. 


t  —___— ] 


Write for “Port Houston”—an interesting 
magazine —free for the asking. Address 


The Director of the Port 


5th Floor, Courthouse 
HOUSTON . . . TEXAS 











1654 


THE TRAFFIC WORLD 





Vol. XXXIX, No, 9 


Coordinated Terminal Services 


Fourth of a Series of Fourteen Articles on This Subject, Written for The Traffic World by G. Lloyd 
Wilson, Ph.D., Assistant Professor of Commerce and Transportation, University of Pennsylvania 


Terminal Motor Service at Cincinnati 


The terminal problem at Cincinnati, though differing in its 
physical aspects from that at St. Louis, has many points of sim- 
ilarity. It involves the movement of less than carload freight 
between the principal freight stations and the sub-stations of 
the same rail lines and the interchange of L. C. L. traffic be- 
tween stations of different rail carriers serving the terminal. 
There is no great physical barrier to be taken into consideration 
that compares with the Mississippi River at St. Louis. The 
problem, though complicated to some extent by the Ohio River, 
became especially acute as a result of the development of new 
industrial and commercial sections on the heights back of the 
city, away from the older river front industrial and commer- 
cial district. 

Location of Stations by the Railroads 


The rail carrier entering Cincinnati located their first freight 
stations in the old business district near the river so as to estab- 
lish themselves as nearly as possible in the center of the areas 
they sought to serve. As new industrial districts grew to be 
important, the railroads established branch freight depots in 
them to accommodate the shippers and receivers of freight by 
reducing the trucking distances between their plants and the 
carriers’ stations and to increase the competitive value of their 
facilities. 

Less than carload freight was delivered to the branch sta- 
tions by the railroads maintaining them by the use of “ferry” 
cars from the main freight stations in the downtown district. 
Outbound shipments from the branch depots were “ferried” to 
the main stations or from other branch depots for movement 
to destinations outside the terminal area. If a sufficient volume 
of less-carload freight was available for movement to or from a 
branch station on a particular day, solid “classification” or ‘“des- 
tination” cars were loaded directly to or from these stations. 
Such movements, however, were exceptions rather than the rule. 

In addition to the movement of L. C. L. freight between 
stations and outlying freight stations, a considerable volume of 
L. C. L. interchange traffic had to be exchanged between con- 
necting roads in the terminal. These two terminal movements 
increased in volume until the movements of traffic by “trap,” 
“ferry,” or “transfer” cars by the railroads overtaxed the facil- 
ities of the lines. Track and loading and unloading platform 
facilities had to be improved and increased to accommodate the 
volume of traffic. A board of engineers, appointed by the U. S. 
Railroad Administration to investigate the situation, estimated 
that the proposed improvements involved an expenditure of 
more than $12,000,000. 

A daily average of two hundred and twenty-five railroad cars 
were used in the ferry car and transfer car service and more 
than a hundred heavy horse-drawn drays were used to supple- 
ment the sevice of the railroad cars. In spite of this wealth 
of equipment there were recurring periods of terminal conges- 
tion that discounted the efficiency of the line haul freight serv- 
ice. The clogging of the terminal neck of the railroad bottle pre- 
vented the free flow of traffic into, out of, or through the Cincin- 
nati terminal area, as in many other terminals. Seven im- 
portant steam railroads—the Cleveland, Cincinnati, Chicago and 
St. Louis (The Big Four); the Chesapeake and Ohio; the Louis- 
ville and Nashville; the Norfolk and Western; the Pennsyl- 
vania; and the Southern—serve Cincinnati. These carriers 
maintain twenty-eight major and minor freight stations. The 
minimum distance between the main freight stations and the 
sub-stations and other stations is about two and a half miles, 
while the maximum distance is nearly ten miles. 

Freight must be hauled an average distance of approx- 
imately two miles between major freight stations and about 
three and a half miles between the principal freight depots and 
sub-freight stations in this district. The maximum hauls are 
several times these distances. 

The terminal improvements under consideration would have 
necessitated the purchase of additional land and buildings in the 
central sections of the city for stations and tracks, as the use 
of a great number of ferry and transfer cars had overtaxed 
the capacity of the terminal tracks so that additional tracks 
were necessary. 

The use of trap or “transfer” car system required more ter- 
minal running tracks, more storage tracks, and greater freight 
station platform capacity. 


Cincinnati Motor Terminals Company Service 
In May, 1917, the Cincinnati Motor Terminals Company, 
headed by B. F. Fitch, of New York, undertook a contract for 
the handling of the less carload freight between stations of the 
Big Four Railroad, using motor trucks for the service. On 


May 10, 1919, the system was extended to embrace the main and 
sub-stations of all railroads entering Cincinnati. Contracts were 
entered into between the Cincinnati Motor Terminals Company 
and each of the seven railroads. The service has been in con. 
tinuous operation since that time. 


Equipment 

Freight from the various main line stations of the railroads 
serving Cincinnati to the sub-stations of the same roads are now 
loaded at the stations into demountable containers or truck 
bodies with a capacity of five tons each. These bodies are 
transferred by mechanical hoists to and from the motor chassis 
by which they are moved from one station to another. Legs 
than carload interchange traffic between the roads in the ter- 
minal, as well as the traffic moving between the main substations 
of each road, is moved in this way. This plan does not include 
the movement of freight to or from the store-doors of shippers 
and consignees. Ferry cars are still used in service to and from 
the industrial plants and the freight stations, and shippers and 
consignees make their own arrangements for hauling freight 
to and from the free zone stations. 

The Cincinnati Motor Terminals Company is an operating 
corporation entirely independent of the railroads. It perforins 
the motor transfer service under a separate contract with each 
rail line. Compensation for the service is based on the tonnage 
handled. The rates are said to range between $1.25 and $1.60 
a ton, depending on the length of haul between stations. A 
minimum charge is made for each rip, based on the amount 
charged for a load of two tons. 

The freight is placed into and unloaded from the containers 
by railroad employes. The labor of the employes of the Motor 
Terminal Company is limited to the handling of the demount- 
able bodies, which are delivered to them by the railroads already 
loaded and sealed. Facilities for the mechanical handling of the 
container bodies to and from the motor chassis were installed at 
each railroad station. This was done by the railroads at a cost 
reported to be $150,000. The hoists, however, are provided by 
the trucking company, as well as the containers and the trucks. 


Facilities and Billing 


Sixteen five-ton capacity trucks, with especially equipped 
container bodies and chassis, are used for this purpose. Two 
hundred and twenty-five demountable bodies of ten thousand 
pounds capacity each have been provided. These containers 
are of weather proof steel and wood construction, and measure 
17 feet 5 inches in length, 8 feet in width, and 7 feet in height. 
The railroad companies notify the truck despatchers of the 
Motor Terminals Company when a body is loaded and ready 
for movement. The container is then sealed and a triplicate 
abstract of the waybills covering the freight to be transferred 
is prepared in an office on the floor of the freight house by 
railroad station employes. One copy of the abstract is retained 
by the forwarding road; a second, with the waybills for the 
shipment, is given to the truck driver for the receiving road; 
the original is given to he driver of the truck to be delivered 
to the Motor Terminals Company. (See Forms Nos. 1 and 2.) 

The average time consumed in transferring the bodies to 
and from the chassis is said to be five minutes; the mean load 
of the containers is 4.37 tons and on the normal day a chassis 
makes 26 trips in a ten-hour day. 

The average daily movement of freight by truck is, at 
present, about 260 tons. The estimated capacity of the facil- 
ities, however, is 1,200 tons a day. According to the figures of 
one of the railroads, about 28 per cent of the less carload freight 
that passes through the Cincinnati freight stations is handled 
by the trucking company. Of this tonnage, about 75 per cent is 
interchanged freight and the rest is movement between stations 
of the same road. 

The use of motor trucks as a supplement to railroad facilities 
at Cincinnati has accomplished its main purpose—quicker inter- 
change of package freight between the lines and more prompt 
movement of L. C. L. freight between different stations of the 
same lines. This result was achieved at a comparatively small 
expenditure of capital. The service has been done more effi- 
ciently than it was formerly done by all railroad equipment. The 
greatest advantage has been the maintainance of interchange 
and sub-station service without greatly increasing railroad 
equipment and without the congestion that attended the former 
services. The system would be considered highly successful by 
the railroads and shippers at Cincinnati for this alone, without 
the other benefits that have followed from the use of motors. 


Advantages of Motor Service 


The service of the motors has resulted in a decrease in time 
required to perform L. C. L. interchanges. Prior to the use of 
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Many of these trains weré on time 100% 






| Pennsylvania Freight Trains make 


REIGHT TRAINS. sched- 
uled as rigidly as the de luxe 
flyers of the passenger service— 
And on time over 95%! For 
many months now that has been 
the record of the 60 named trains 
which lead the Pennsylvania’s 
great fleet of 3,000 daily freights. 


Inventories reduced hundreds 


of millions of dollars 


Freight service as regular and 
dependable as this (few conveyor 
systems function with greater re- 
liability) means‘ that inventories 


PENNSYLVANIA RAILROAD 


Qur of the inefficient transpor- 
tation following the War came 
the New Industrial Traffic 
Manager, to solve the problems 
which frequently meant the dif- 
ference between profit and loss 
to his company. Due in consid- 
erable measure to his individual 
constructive effort and his col- 
lective work in. Shippers’ Advi- 
sory Boards, America now has 
the most efficient transportation 
in her history. 

The Pennsylvania is proud of 
the fact that instead of resent- 
ing the more, business-like prac- 
tices which have followed the 
growth of the Traffic profession 
it has always recognized the 
eventual stability and progress 
which must accompany it. 


new records for dependability 
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of materials and goods can be 
cut to a few days’ margin, selling 
territories can be extended, econ- 
omies effected which equal the 
total net profits of a few years 
ago in many industries. 

A Pennsylvania man is now 
in frequent contact with your 
Trafic Manager, keeping him 
informed of the progress of your 
shipments, supplying him with 
news of every current develop- 
ment in his railroad’s service 
which may mean more efficient 
transportation, greater economies 
in your business. | 


Carries more passengers, hauls more freight 


than any other railroad in America 
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The enormous advances in the efficiency of freight transportation have been due, in large part, to 
the friendly cooperation between shipper and carrier. To promote this spirit of cooperation 
still further the Pennsylvania is presenting this advertising campaign to more than 400,000 
subscribers of Nation’s Business and System—many of whom are leaders of American industry. 
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motor trucks in this service, the average interchange operation 
by railroad car took 62 hours, and 72 hours by horse dray. This 
has been reduced to a maximum of ten hours. Virtually all in- 
bound L. C. L. shipments are received at the delivering station 
on the day they arrive at the terminal. Outbound shipments are 
usually delivered to the main freight stations of the roads that 
are to forward them from Cincinnati on the day they are re- 
ceived at the initial freight stations. The saving in time is a 
great advantage that benefits railroads, shippers and con- 
signees alike. 
Saving in Platform Space 


Considerable reduction in the amount of platform space 
required to handle inbound and outbound shipments has re- 
sulted from the quicker handling of shipments. Through the 
use of motors there is a continuous movement of package freight 
from the cars in which the shipments arrive at the principal 
station of the road to the containers for the sub-stations, instead 
of the usual interrupted rail movement. This is equivalent to 
a substantial increase in platform space and, consequently, an 
expansion of the capacity of each station in the terminal area. 
It is stated by officials of the Motor Terminals Company that the 
capacity of the terminal for handling less carload freight was 
not even approached in the extraordinary heavy traffic year 
of 1920. 

Elimination of Equipment 


The elimination of 225 box cars in ferry service and of the 
115 horse-drawn drays has caused a similar increased capacity 


Form, No. 1 


THE CINCINNATI MOTOR TERMINALS COMPANY 
Truck No Dispatcher’s Record 


| | Distance 
Depar-| Ar- Empty 


To} ture 


rival|Load| Body | 
| | 
| 


Sou.—Vine St. 
Sou.—Lin. Pk. 
B4—Cent. Ave. 
B4—Front St. 


| 

| 

| 

| | 
B4i—6th St. | 

| 

| 

| 

| 





B4—Brighton 
9 B4—Ivorydale 
10 P.H.—East End 
12 P.H.—West End 
13 B&O—4th St. j 
14 C&O—3d St. | 
15 C&O—Newport 
16 L&N—Newport 
17 L&N—East End | 
18 L&N—Covington 
19 C&O—Covington 
20 L&N—West End 
22 B&O—Smith St. 
24 B&O-Kenyon Av. 
25 B&O—Gest St. 
26 B&O—Brighton 
27 B&O—Norwood 
28 B&O—Oakley 
29—Garage 
30 Sou.—Brighton 
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of station tracks and increased the amount of available space 
for the vehicles of shippers and consignees. The motorized han- 
dling of L. C. L. freight with the additional handling of freight 
into and out of the station warehouses and the unreasonable 
long periods of storage in the freight houses has been materi- 
ally reduced. 

Reduced Handling Cost 


The reduction in cost of intra-terminal handling of less 
carload freight, the releasing of the cars formerly used in 
ferry service, and the estimated elimination of 300,000 switching 
movements annually have been outstanding results of motoriza- 
tion. Comparisons of costs of interchange freight by truck with 
the expense of haulage of the same traffic by the horse dray 
formerly used have been made by the terminal company. The 
company reports a reduction of about 50 cents a ton in han- 
dling costs as compared with the former system of drayage. 
It has been estimated that the trucking of freight by motor costs 
the railroads from 35 cents to 46 cents less a ton than transfers 
by trap or ferry cars. The elimination of over two hundred 
trap or ferry cars fom intra-terminal sevice is alone a source 
of considerable saving. There is a saving of approximately $225 
a day in per diem charges for the use of the cars and further 
saving from the reduction in the amount of intra-terminal 
switching movements. 


TRAFFIC WORLD 





Vol. XXXIX, No. 2 


Decrease in Loss and Damage to Freight 


There has been a noticeable decrease in loss. and damage 
to goods transported between stations in the terminal district 
by motor. The contracts of the Motor Terminals Company 
with the railroads place the responsibility on the hauling com. 
pany for loss and damage to freight while in its care. There 
has been a decided decrease in the amount of claims in the 
whole Cincinnati terminal district, partially, at least, attributable 
to the improved transfer service by motor. 

Under the horse dray-ferry car transfer service system in 
Cincinnati, shipments that were “over” or “short” at the deliy- 
ery stations could not be matched with the billing that covered 
the shipments for from fifty-five to seventy-two hours, or until] 
the cars were actually delivered to destination stations. 

The motor handling of the goods has reduced this time 
to one hour. As soon as a container from one station to an- 
other is unloaded, the receiving station communicates with the 
station from which the goods are transferred, notifying the 
agent at the forwarding station of shipments that are “over” or 
“short.” Searches for missing goods are made and, if they are 
found, they are forwarded in the next container and the goods 
are associated with the billing and forwarded or delivered 
together. 

Outstanding Results 


Some of the results obtained through the substitution of 
motor for rail terminal service at Cincinnati may be summed 
up as follows: 


(1) A reduction in the average time consumed in the interchange 
of L. C. L. freight of 52 hours. 

(2) A 15 per cent increase in station capacity, due to the fact 
that the freight station is not used for storage but becomes a freight 
“funnel,’’? and, further, that it is possible to store a greater amount 
of freight per square foot of space in the container than if the freight 
were stored on the platform itself. 

(3) An increase of 15 per cent in station track capacity due to 
the release of cars for other work, which formerly, when used in 
interchange service, were spotted on station rails. 

(4) A reduction stated to be 50 per cent in loss and damage. A 
total of 1,500,000 tons of freight were handled without any claims 
being filed for loss or damage. 

(5) An estimated saving of from 35 to 46 cents a ton in transfer 
costs over the trap car method of handling. 


These conclusions are based on the results of railroad ex- 
perience with comparative data derived from comparisons in the 
costs of freight by cars and containers and trucks. 


The Future 


B. F. Fitch, president of the Motor Terminals Company, has 
announced three desirable extensions of the motor terminal 
plan to be made in the future: 


1. The elimination of the use of ‘‘trap’’ or ‘‘ferry’’ cars to and 
from industrial sidings. 

2. The establishment of off-track zone stations, so that new in- 
dustrial and commercial centers may be developed without regard 
to the proximity of railroad tracks, and 

3. The movement of containers on specially equipped flat cars 
between cities throughout the United States. 


Mr. Fitch, in outlining the results ultimately to be achieved 
through terminal motor service points out: 


The truck in intensive railroad terminal service is now being 
used in Cincinnati only for the interchange and consolidation of 
less than carload freight between railroad main substation. The 
next step is replacing the intra-terminal industrial trap car, orig- 
inating at manufacturers’ sidings, by the demountable body to further 
increase of terminal trackage rights. Industries can equip for the 
service at less than the cost of sidings. Naturally there may be 
some hesitancy to initiate this departure, since a precedent so 
established would virtually place every manufacturer, equipped for 
the service, on the rails of every competing line within the terminal. 
The fact that new traffic influences would become compensating 
should prove sufficient to discount this object in order to permit of 
better service to shippers and decrease cost to carriers. 

With practically all trap car movements eliminated through 
equipment of railroads’ freight stations and the larger industrial 
plants, the next logical step is the establishment of “off-track” 
zone stations for the development of new industrial centers without 
regard to proximity of rails, within reasonable trucking radius. Such 
off-track stations, as points of truck distribution and load recon- 
solidation, will afford opportunity for maximum haul of maximum 
loads, the economy of which has been established everywhere by 
operators of truck fleets. Here, inbound consignments can be segre- 
gated for their later store door delivery joint interest of carriers and 
shippers. Outbound shipments can be consolidated at such zone sta- 
tions for dispatch in full container loads to railroad main stations for 
transfers for uninterrupted dispatch to destination less intermediate 
rehandling delays. 

As applied to existing facilities, the system will result in salvag- 
ing present railroad station property, because, if utilized for freight- 
car- motor-truck transfer purposes solely, the old stations will suf- 
fice for larger tonnage extensions. In sequence unit containers of 
standardized dimensions will enjoy inter-city movements on flat cars 
from industry to industry. The ultimate extension would logically 
be that local way trains, which are now but an expense to carriers, 
would be replaced by unit container trains, two to three containers to 
a flat car. Such container would be ‘‘carded’’ to a local way station, 
and there mechanically interchanged from platform to train and 
vice versa, with minimum labor expense and with minimum delay 
to trains. 


The use of unit containers and trucks, rather than the trac- 





1B. F. Fitch, ‘‘Railroad Extensions Without Rails,’’ Shippers’ Ad- 
vocate, Feb. 15, 1922. 
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MUSKOGEE, OKLAHOMA 


2 Fireproof Warehouses 
Merchandise and Household Goods Stored 
Pool Cars Distributed — Railroad Siding. 


MUSKOGEE TRANSFER & STORAGE (C0. 
TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 


LEDERER [theo 


DENVER, COLORADO 
Kennicott-Patterson Warehouse Corporation 


STORAGE AND DISTRIBUTION OF 
Merchandise and Household Goods 
Serving many large National Distributors. Write us for information and rates 
1700 Sixteenth Street, DENVER, COLORADO 
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LOCATED TO RENDER 


TERMINAL Ix 


BUILDS BETTER BUSINESS AND FORWARDING 


MERCANTILE WAREHGUSING AND DISTRIBUTING SERVICE 
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MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouse Located in Heart of Railroad District and Jebbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 South Front Street, MEMPHIS, TENN. 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General Merchandise Storage and Distribution. 
Prompt and Intelligent Service. 


References: Any jobber, banker or transportation man in the city. 
DEEP WATER AND RAIL CONNECTIONS 












OKLAHOMA CITY, OKLA. 


FREE 
SWITCHING 


LOW 
INSURANCE 
RATES 


ESTABLISHED 
1889 





hl) An a on bE Oy 44 C1 @ en yas 


JOS. STOCKTON TRANSFER CO. 


1020 SOUTH CANAL STREET 
7. YEARS’ EXPERIENCE 
Teaming —- Motor Trucking -~- Carload Distribution 


HOTEL COSMOPOLITAN 


DENVER, COLORADO 


Opened June 5, 1926 460 ROOMS WITH BATH 


GENERAL WAREHOUSING AND DISTRIBUTION. NEGOTIABLE 
WAREHOUSE RECEIPTS. MOTOR TRUCK AND TEAM SERVICE 


0. K. TRANSFER & STORAGE CO. 





WAREHOUSE 
“Service That Will Satisfy” 


THE MERCHANDISE STORAGE CO. 


“The Leading Hotel of Denver” iain 
COLUMBUS, OHIO 


ROY’S COSMOPOLITAN ORCHESTRA 
EVERY EVENING 


The Lasgeet and Finest Hotel in the State 


CALVIN H. MORSE, Manager C. S. PRYOR, Ass’t Manager 


PACKAGE PROTECTION 





Use “MAQUAS” Gummed Sealing Paper 


HUDSON BAG CO., INC., Scholes, Bogart and Meserole Sts., BROOKLYN, N. Y. 
(The only manufacturer of tape producing the paper and gumming it) 
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tor-trailers used in St. Louis, is a unique feature of the Cincin- 
nati terminal handling of L. C. L. freight. Mr. Fitch has adopted 
unit containers as best adapted for the peculiar problems at Cin- 
cinnati and has announced the reason for the types of vehicles 
selected. 


It was readily recognized that motor trucks without refinement 
of practice could not profitably be utilized by reason of long delays 
in assembling shipments by hand loading and unloading. At the 
same time, it was not feasible to undertake substation interchange 
within a ten-mile zone by horse drawn vehicles through reason of 
mileage limitations. Hence, the necessity of developing a system 
permitting the use of motor trucks for long hauls without at the 
same time confiscating the possible short haul economies through 
unreasonable station delays. 

In the meantime, research at other terminals had led to a trial 
of several methods of operation by motor truck. It was at first pro- 
posed to use the tractor trailer system, but this was abandoned since 
tonnage studies demonstrated resulting congestion of trailers around 
stations, and confiscated tail gate capacity of platforms together 


Form No. 2 


CINCINNATI ASSOCIATED RAILROADS 


Cincinnati, Ohio, 
Abstract and Settlement Record of L. C. 
Freight Handled by the Cincinnati Motor Terminals Co. 


From 


Body No 





Waybill 
Date No. 


Waybill 


Made By | PointofOrigin|Destination| Pro |Weight 









































Time Time 


Ready Driver 

MI say alchadalere dl xiare 

Seals | NOB ca dsicisaciws 

Receiving Clerk Time 

Receipt on this sheet is for body and bills only and not for in- 
dividual shipments. 





with necessary rehandling costs. As platforms hand truck with side 
frames, five each to be carried on the motor truck platform for 
quicker loading and unloading to obivate the objection encountered by 
attempting trailer service. The test of this method proved it both 
costly and impracticable. As compared with larger units, loads pro- 
portionate with displacement could not be carried due to dispor- 
portionate weights and dimensions of all less than carload com- 
modities. The conclusion was drawn that the only practical means 
of intensive and efficient railroad motor truck service would be 
through the development of the maximum-capacity unit-container 
demountable-body for full-load utilization of cubical contents, to serve 
as large-unit sorting bins at stations and to assure quick dispatch of 
maximum loads. This required highly specialized equipment, in- 
cluding hoists with weaving device for quick handling and align- 
ment of body with truck. Such equipment was developed and proven 
in test service.? 





°B. F. Fitch, ‘‘Railroad Extensions Without Rails,’’ Shippers’ Ad- 
vocate, Feb. 11, 1922. 


ASK EXPRESS RATE INVESTIGATION 


The Trafic World New York Bureau 


The Commission will be asked by the Merchants’ Associa- 
tion and other commercial organizations of New York to make 
a fresh investigation of the manner of formulating express 
rates, if a formal investigation proves to be necessary for the 
correction of some excessive rates which are now being im- 
posed, it is charged, by the American Railway Express Com- 
pany in disobedience of the instructions issued by the Com- 
mission. 

Action similar to that now proposed was taken by a number 
of commercial organizations under the leadership of the Mer- 
chants’ Association in 1909, and it resulted in an investigation 
by the Commission. As a result of that investigation, the 
Commission issued an order directing a complete revision of 
the rates, rules, and practices. 

The order of the Commission became effective February 
1, 1914, and the basis then prescribed continued in effect until 
March 1, 1925. In the meantime, express rates were substan- 
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tially advanced so that, at present, the minimum rate is 99 
cents against a former minimum of 50 cents in the eastern anq 
northern sections of the country. 

Advances were made as follows: July 15, 1918, 10 per cent: 
January 1, 1919, 3 scale numbers or 17 cents per 100; October 
13, 1920, 26 per cent. All of these advances were compounded. 

* The statement from the association continues: 


In 1922 the American Railway Express Company, which had preyj- 
ously operated under a contract that paid the railroads 514 per 
cent of the gross receipts, entered into a new contract that made 
it an agent of the railroads. All expenses of operation are first 
deducted from the gross revenue and the railroads with certain ex- 
ceptions receive 97% per cent of the net and under some conditions 
receive even more when the 2% per cent accruing to the express 
company is excessive. 

In 1922 the express company, at the instigation of the railroads, 
sought a still further increase in rates. After an extensive hearing 
the Commission entered an order making further changes in the 
rates and directed that the new rates be constructed in conformity 
with its order. The rates were revised but the basis prescribed by 
the Commission in fixing the comparatively short haul rates was 
ignored and an entirely new basis adopted without notice to shippers 
or consent of the Commission. The basis adopted has the effect of 
substantially increasing the rates in many instances beyond the limit 
prescribed by the Commission, and instead of following the general 
rule laid down by the Commission with a view to simplifying the 
rate structure and making it possible to check the correctness of 
the rates published, an entirely new principle of applying the formula 
was adopted which makes it impossible for anyone to determine how 
the rates are made without the master map which was used by the 
express company. Only one copy of this map exists and that is in 
the possession of the express company. 

The result of this method that was adopted was to increase many 
sub-block rates beyond the maximum fixed by the Commission. In 
some instances as many as 33% per cent of the sub-block rates from 
a given point are in excess of the maximum prescribed. Conferences 
with the express officials have been sterile of results. Informal con- 
ferences have been held with representatives of the Commission, the 
express companies and interested shippers’ organizations but without 
results. No effort has been spared to bring about an amicable adjust- 
ment and notwithstanding the chairman of the Interstate Commerce 
Commission has directed the express company to reconstruct its rates 
where its attention is called to errors resulting from a misapplication 
of the formula prescribed the express company has refused to recede 
from the position it has taken in face of both an agreement entered 
into with shippers and the letter of the Commission referred to. 

This situation was considered by The Merchants’ Association's 
committee on transportation, which recommended that the association 
join with other organizations in a formal complaint, if necessary, 
to insure the proper basis of constructing express rates being used 
and the simplified method of calculating such rates being observed, 
to the end that shippers and receivers shall be required to pay no 
more for express service than the maximum fixed by the Commission 
and that they may be able to check the correctness of express rates 
when published in tariff form. 


DOMESTIC SHIPMENT PACKING 


Recommendations of the advisory board of the Department 
of Commerce on packing for domestic shipments have been 
published by the transportation division of the division in a 
series of pamphlets. The pamphlets deal with packing in fiber 
containers, cleated playwood boxes, wire-bound boxes, cooperage 
and steel barrels, wooden boxes, nailed wooden crates and 
baling. Thomas E. Lyons, chief of the packing section of the 
transportation division, is chairman of the advisory board. 

“The members of the advisory board on domestic packing 
are to be congratulated upon the completion of the first phase 
of their program in connection with reduction of waste in 
domestic commerce due to faulty packing,* said Secretary 
Hoover, in a foreward. “In making this information available 
to the public a service has been performed which will reflect 
favorably on the elimination of waste in our entire distribut- 
ing system. The costly wastes involved in the improper packing 
and handling of merchandise, resulting annually in the loss of 
millions of dollars, can be materially reduced by placing authen- 
tic information of this nature in the hands of shippers.” 

Julius Klein, director of the bureau of foreign and domestic 
commerce of the department, said that, for many years, the 
department had emphasized the importance of adequate packing 
of merchandise for export and had carried on a campaign to 
acquaint shippers with the best export-packing practices. 

“The unflattering opinion of American packing methods held 
abroad in the early days of our foreign-trade expansion no longer 
exists,” said he. “American merchandise is now being trans- 
ported safely to all parts of the globe, and other exporting coun- 
tries are studying—and adopting—the excellent packing stand- 
ards we have established.” 

Mr. Klein said the success attained in improving export 
packages and in reducing the enormous losses formerly incurred 
prompted interested persons to suggest that the department 
undertake a similar work in the domestic field. Secretary 
Hoover, he said, thereupon appointed the advisory board, con- 
sisting of representatives leading container industries, shippers 
and transportation agencies, to co-operate with the transporta- 
tion division of the department in investigating and recom- 
mending to shippers containers whose use would tend to min- 
imize losses and assure safe delivery of merchandise. 

The pamphlets are illustrated and contain detailed advice 
as to packing. Copies may be obtained from the Superintendent 
of Documents, Government Printing Office, Washington, D. C. 
The price is from 5 to 10 cents a copy. 
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NEW TEX LINE 


Differential Rates 


Weekly Service to Houston, Texas 


From Pier 1, North River, New York, Saturday noon 
B. & O. Pier 7, Locust Point, Baltimore, Monday 
Southgate Terminals, Norfolk, Tuesday 


For Information Apply To 
New England, New York & Texas 


Steamship Corporation 


17 Battery Place, NEW YORK, N. Y. 
Southgate Forwarding & 
Storage Co., Agents, 
Norfolk, Va. 


The Cottman Co., Agents, 
Baltimore, Md. 


Cotton Exchange Building 
Houston, Texas 


Dallas National Bank Building 
Dallas, Texas 


Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 
From Philadelphia. ..Wednesdays and Saturdays 
From Houston Mondays and Thursdays 


Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
321 Commercial Trust Bldg., PHILADELPHIA, PA. 





UNION CITY°;-o WATERBURY 
BEACON FALLSQ-ONAUGATUCK 
ANSONIA OOSEYMOUR 
SHELTON g'o OERBY’ 
DEVON S _-o MILFORD 
oS RD 
BRIDGEPORT ¢ STRAT 


SOUTH NORWALK 


TO ALL 
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PANAMA MAIL 8.8. CO. 


Fast Freight and Passenger Service 


Scheduled Sailings via Panama Canal 
From—SAN FRANCISCO AND LOS ANGELES 
Te—HAVANA AND NEW YORK 


EASTBOUND SAILINGS 


From San Francisco From Los Angeles 
S.S. COLOMBIA..........c00 July 11 
S. S. VENEZUELA 
Ss. S. ECUADOR 


Also regular sailings for Mazatlan, Manzanillo, Cham- 
perico, San Jose de Guatemala, Acajutla, La Libertad, La 
Union, Corinto, Amapala, Puntarenas, San Juan del Sur 
and Balboa, Cristobal (Panama) and Buenaventura. 

Trans-Shipment at Panama for South America and European Ports 


OFFICES 
350 Marquette Bldg., Chicago, Ill. 2 Pine Street, San Francisce, Cal. 
10 Hanever Sq., New York, N.Y. 548 S. Spring St., Los Angeles, Cal. 





Tripp Warehouse Company 
MERCHANDISE STORAGE 
POOL CAR DISTRIBUTION 


Centrally Located in Shipping District 
Motor Truck Delivery No Trap Car Delays 
“Service That Satisfies’’ 


THRU RATES AND 
DIRECT WATER ROUTES 


MYSTIC ’ South Norwalk, Bridgeport, New 
Sp a7? WESTERLY fi YOM Lendon and Norwich, Conn. 


t O South and Southwest 


Cc. F.A., W.T.L., Inter-Mountain, 





— STORE DOOR DELWERY _. CLYDE, OLD DOMINION, SAVANNAH, 
LOG suano BY OUR OWN MOTOR TRUCKS 1)7(1 ygayy ORY and MORGAN S. S. LINES 


THAMES RIVER LINE, INC., PIER 32 E. R.. NEW YORK CITY, ERNEST E. FUCHS, President 








POINTS WEST 8 





NEW YORK 
TO ALL POINTS SOUTH BOAT AND RAIL 


SOO TERMINAL WAREHOUSES 


Storers and Distributors of 


MERCHANDISE 


Chocolate and other candies stored 
all year round. 


CHICAGO, ILL. 


LOCATED NEAR LOOP 


40 Car Siding. Free Switching. 
Tunnel delivery to all Trunk Lines 
and to Aurora and Elgin Electric. 








Represented by 


NATIONAL WAREHOUSING, INC. 
296 Broadway, New York 

37 Drumm St., San Francisco, Cal. 

316 Commercial St., Los Angeles,Cal. 


Space for. Rent 
Cool Temperatures 


“THE ECONOMICAL WAY” 













Direct from ships’ holds to warehouse, by means of eleetrie conveyors, with one handling :—No trucking, switehing or drayi 


ing. 
concrete and steel,—equipped with automatie sprinkler,—insurance 12e per hundred dollars annum. 
eee eee eevee bean we ate familiar tlh the teuuivements geetmeny 00 Ge geeper banding of your chigments. 
Complete record ef all shipments mailed same day of movement. Daily reports furnished, if desired. 
Your shipments can be financed through our le warehouse receipts. 


BINYON SHIPSIDE WAREHOUSE CO., Inc., HOUSTON, TEXAS 


Warehouse,—Re-inforced 
With our long 
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OVERSEAS FREIGHT RATES 
The Trafic World New York Bureau 


The overseas freight markets have been devoid of interest- 
ing developments the last week. Business has been dull and 
rates have shown a lower trend, due to the absence of buying 
and the pressure of “distress” vessels on the market. Grain 
buyers have stopped trading in futures and are awaiting definite 
demands from abroad before closing commitments. In the same 
way they have awaited orders before closing for vessel space, 
confident that their needs can be met at any time. The general 
opinion among brokers is that new buying will start shortly 
for late summer and fall crops, which should bring a revival of 
interest in the ship chartering trades. 

Meanwhile, it is noted that the Argentine trades, which have 
been the backbone of the full cargo market for some months, 
are showing a tendency to weaken. If this movement becomes 
stronger it will naturally be reflected in still lower rates in the 
American trades. 

The lower trend of the market is demonstrated by fixtures 
of ships in the Montreal routes, starting at 16% cents a 100 
pounds to the Mediterranean, and following with 16 cents and 
finally at 15 cents, for June and early July loading. One grain 
charter from Montreal to Antwerp or Rotterdam was reported 
at 11 cents. In the coal trades, a charter was closed at $3.40 
a ton from Hampton Roads to Alexandria, and another at $2.50 
to West Italy. 

The current range of grain rates is as follows: from Mon- 
treal, 2s 6d to the United Kingdom, 10 to 11 cents to Antwerp- 
Rotterdam, 10 to 11 cents to Hamburg-Bremen, and 15 cents to 
the Mediterranean, all for June or July loading; rates for Sep- 
tember loading at the above ports average three cents higher. 
From the Gulf, for July and August loading, 3s. 6d. to 3s. 9d. to 
the United Kingdom, 1614 cents to 17 cents to Antwerp-Rotter- 
dam, 174% to 18 cents to Hamburg-Bremen, and 20% cents to 
the Meiterranean. The coal, lumber and sugar trades were quiet. 

Changes in overseas conference rates are announced as 
follows: 


Trans-Atlantic—Great Britain and Ireland. At the meeting of 
the North Atlantic United Kingdom Conference at Montreal, the 
rates were generally extended until December 31, 1927, ocean or 
through export bill of lading date to govern unless otherwise noted. 
Changes: Serums and vaccines, under refrigerated stowage, now $1 
per cu. ft. with minimum bill of lading of $10; fresh boxed figs, 
under refrigeration, now 60 cents per cu. ft.; cull beans, until Sept. 
30, 30 cents, same Oct. 1 to Dec. 31, 35 cents per 100 lbs.; carbon- 
tetrachloride, in steel drums, on or under deck, ships option, 80 
cents per 100 Ilbs.; drugs and medicines, including Epsom salts, patent 
medicines, liniments, tonics, syrups and mineral oil, in cases, 70 
cents per cu. ft.; bottle and jar caps, packed, 45 cents per cu. ft.; 
dried fruits, in barrels, 60 cents per 100 lbs.; aluminum, lead or 
tinfoil $8 per 2,240 lbs. until Sept. 30, same Oct. 1 to Dec. 31, 50 
cents per cu. ft. or 90 cents per 100 Ibs.; ochre, in barrels or bags 
60 cents per 100 lbs.; toilet preparations, not otherwise covered, 70 
cents per cu. ft.; ground tripoli 30 cents per 100 lbs.; wool in bales, 
up to 150 cu. ft. per ton 85 cents per 10@ lbs.; same over 150 cu. ft. 
and up to 200 cu. ft. $1; wool in bags or bales, running over 200 
cu. ft. per ton, $1.50 per 100 lbs. Animal, poultry and pigeon feeds 
30 cents per 100 lbs. until Sept. 30, same 35 cents per 100 Ibs. from 
Oct. 1 to Dec. 31. In this list of feeds there is now included alfalfa, 
meal, bran N. O. S. in bags, machine compressed, semi-solid butter- 
milk, copra cake and meal, corn oil meal and cake, gluten feed, barley 
and mowrah, molasses and oat feed in bags, peanut meal and cake in 
bags, ground grain screenings. Platinum now takes an ad valorem 
rate of % of 1 per cent. 

Trans-Atlantic—Continental conferences. At the meeting of the 
North Atlantic-Continental Freight Conference, held at Montreal the 
rates were generally extended until Dec. 31, 1927. Changes made at 
this meeting, from the North Atlantic ports, are as follows: Burlap 
or cotton bags, with or without paper lining, in compressed bales 65 
and 70 cents; spent bone, char, in bags, 30 and 32% cents; vulcanized 
and hard fibre 45 and 50 cents; glucose 35 and 37% cents; pegwood 
$1 and $1.10; sand, in bags, for filtering purposes 32% cents and 35 
cents; unmanufactured tobacco 65 and 70 cents; all of the above 
rates are per 100 lbs. Canoes, burlapped, crated or cased, on or 
under deck, ships option, 22% cents and 25 cents per cu. ft. The 
lower rates in each instance mentioned above apply to Amsterdam, 
Antwerp and Rotterdam, whereas the higher figure obtains to Bremen 
and Hamburg. 


From the Gulf Ports to Antwerp and Ghent the rate on cotton 
and linters, standard compression, until July 31, will be 75 cents 
per 100 lbs. on first class steamers, 74% cents on second class 
ships and 72% cents per 100 lbs. on tramp; same, from Aug. 1 to 
Dec. 31, 75, 74 and 73 cents on the different class vessels. To 
Asterdam, Bremen, Hamburg and Rotterdam on standard compressed 
cotton, but not linters, the rates from the Gulf Ports, until July 31, 
will be 68, 67 and 66 cents on the different class ships; cotton from 
Aug. 1 to Dec. 31, standard compression, 70, 69 and 68 cents all per 100 
lbs. From South Atlantic Ports, cotton to Antwerp, until July 31, 
will be 62%, 61 and 59%c, same, from Aug. 1 to Dec. 1, to Dec. 31, 
66, 65 and 64 cents. Cotton to Rotterdam, Amsterdam, Hamburg and 
Bremen, until July 31, 62%, 61 and 59% cents; same, Aug. 1 to Dec. 
31, 61, 60 and 59 cents on the different class vessels. Cotton linters, 
until July 31, will be the same as on cotton to Amsterdam, Antwerp, 
Rotterdam, Hamburg and Bremen. Water damaged cotton, ships 
option as to stowage, on or under deck, will be to all of the five ports 
$6 per bale until July 31. 

Trans-Atlantic—Freneh Atlantic Ports. Changes: Tin-plate which 
was $7.75 has been reduced to $7 per 2,240 Ibs.; rubber tires and 
tubes was 45 cents reduced to 40 cents per cubic foot. 


Increases in refrigerator rates to the Orient were consid- 
ered at the meeting of the Pacific Westbound Conferenee in 
San Diego, but the only action taken was to advance the rate 
on refrigerator cargo, N. O. S., from $30 to $32 weight or meas- 
urement. Since most of the important perishable groups take 


THE TRAFFIC WORLD 





Vol. XXXIX, No. 2 


commodity rates, the increase affects a comparatively smal 
amount of cargo. 

The Pacific Westbound adopted the same terms for advance 
bookings on cargo of local origin as was recently applied to 
overland traffic for the current month and the succeeding three 
months. Formerly rates were applied semi-annually. 

The trans-Pacific rate on asbestos fiber was advanced from 
$12 to $14, and on carbonic acid gas was reduced from $16 to $14, 

Efforts are being made to establish a uniform tariff on 
freight from the north Atlantic and Gulf of Mexico to Hawaiian 
Islands via direct steamers through an informal agreement 
among the Dollar, Isthmian, and Barber Lines. The new tariff 
would represent a combination of the intercoastal and Pacific 
Coast-Hawaiian locals, taking into account the fact that the 
intercoastal rates are on a weight basis and most of the 
Hawaiian rates are on a measurement basis. The intercoastal 
lines will be asked to indorse the new tariff, which will quote 
flat rates, weight or measurement. 

Plans are being worked out by the Pacific Coast-European 
Conference for the establishment of a uniform standard of cot- 
ton compression for the cotton shipping seasons, which will open 
in September. The main objective of the bureau will be to 
establish a uniform compression per bale of 32 pounds per 
cubic foot. In past seasons this compression has varied greatly, 
in many instances dropping as low as 27 pounds per cubic foot. 
Because of this discrepancy, it is pointed out, there has been 
a great deal of space wasted. 

Shippers have been notified that, effective June 15, the land- 
ing charges at Port-au-Prince have been increased to $2.50 a 
ton of 50 cubic feet, or 2,173 pounds. This is the result of a 
decision by the Haitian Supreme Court that the law of January 
12, 1927, is unconstitutional and that wharfage dues at Port-au- 
Prince cannot be collected from consignees; consequently they 
are to be collected from the shippers. 

Business in the intercoastal trade is reported to be quite 
good but the lines are looking forward to a slackening of west- 
bound traffic in July, August, and September, because the fruit 
growers and canners will be concentrating on movement of the 
new crop pack during those months. It is expected that all lines 
in this trade will find it to their advantage to become members 
of the reorganized conference. 

Threatened split of the Pacific-Westbound Conference into 
two groups, one of which would have represented the California 
lines and the other northern shipping companies, failed to ma- 
terialize at the meeting in San Diego. The divergence of opinion 
hinged on an item on the docket naming Portland as the future 
place for the monthly meetings of the conference, which was 
taken by many members to indicate abandonment of the San 
Francisco office of the conference, throwing the balance of power 
to the north. 


At the outset a protracted controversy was indicated, but 
this was averted when the item was stricken from the docket. 
Evasion of the issue was said to have been necessitated by the 
fact that a sufficient number of votes was mustered effectually 
to dispose of the plan, if it had been put to a ballot. 

M. J. Buckley, freight traffic manager of the Dollar Steam- 
ship Company at San Francisco, was named chairman of the 
conference for the ensuing six months. He succeeds L. L. Bates, 
of the Admiral Oriental Line, at Seattle. E. J. A. Watts remains 
general secretary. 


DALTON’S POLICY CRITICIZED 


The Trafic World New York Bureau 


W. H. Chandler, chairman of the Shippers’ Conference, of 
Greater New York, at a recent meeting of the conference, ac- 
cused A. C. Dalton, president of the Merchant Fleet Corpora- 
tion, of evading his question as to why the Shipping Board 
declares goods shipped in fiber board and veneer containers 
insufficiently packed, when foreign lines accept such packages. 

He said President Dalton’s last letter was “not at all con- 
vincing, as it leaves my question concerning the necessity of 
this rule unanswered. His attitude seems to be that of the 
Shipping Board generally. The government is not helping us, 
as foreign bureaus do their shippers. They are waving the 
American flag with one hand and trying to ram the ships down 
our throats with the other. But the Shipping Board authorities 
are political appointees and we oughn’t to let them influence 
our attitude toward the American merchant marine.” 

Mr. Chandler said President Dalton had recently written 
him that he would reopen the investigation of the subject of 
the shippers’ complaints, but he (Chandler) felt that further 
correspondence was getting them nowhere and that he would 
take the question up with the National Industrial Traffic League. 
He charged that President Dalton had not replied directly to 
any of his inquiries. Said he: 


We insist that the steamship companies define what packages 
are insecure. President Dalton seems to beg the question. He says 
“tell who is hurt’? by the rubber stamp indorsement. If the clause 
on bills of lading means anything at all, what does it mean when 
it is indorsed “improperly packed?” 

Instead of protecting shippers and helping them to get business 
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15 days Fastest Service by Sea 


Passenger and Freight 


Itinerary: New York—Havana—Panama 
Canal—Balboa—San Diego (Westbound)— 
Los Angeles—San Francisco. 

Through Bills of Lading to or from other 
Pacific Coast ports; also European, West 
Indian, Canadian, Hawaiian, Far Eastern 
and Australian ports. 

Proposed Sailing Dates 


Eastbound from 
Westbound from New York San FranciscomLeos Angeles 


FROM SS. Mongolia June 30 S.S.Manchuria July 9 July 11 
: ° : SS.Finland July 21 SS.Mongolia July 23 July 25 
Baltimore, P hiladelphia, , me SS. Menchuin Ang.4 SS.Fisnd Aug. 13 Ang. 15 
S. S. California ? 
New York and Norfolk | sivcr’Sij. ss. mowrawa rom paltimore uly 2 
SAILINGS EVERY 14 DAYS Largest American- * aie 
Thru bills of lading issued to all other Pacific 


soe mac onst Ports, Hawaii and the Far East PANAMA Paciric LINE 








so * 
ey 
* WILLIAMS LINE 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los ussilien San Francisco 
Oakland, Seattle and Tacoma 


2 | Ship by Water 





WILLIAMS STEAMSHIP CO., Inc. INTERNATIONAL MERCANTILE MARINE COMPANY 
Moore and Water Streets, New York, Telephone Bowling Green 7394 Pier 61 North River, N. Y. C. 1 Broadway, N. y. C.. 
Bakimore, Md. Philadelphia, Pa. Pittsburgh, Pa. Nora» Va. | SNiccguaet Bo Va Salle Bee ©” Boston, 9 Sate Stree 


827 
39 South St. Bldg. Idg. Law Building Philadelphia, Public Ledger Bldg Baltimore, Chamber of Commerce Bldg. 
And at our iy tes Offices = yet of call, etc. San F onicaro l 60 California St. Los Angeles, Central Bldg. 


LINES 


EASTERN AGENTS 
MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 


=_———_ From Baltimore and New York Weekly 
. : (EVERY SATURDAY) 
Be Your Customers Neighbor *From Philadelphia and Boston Bi-Weekly 


in Los Angeles (ALTERNATE WEDNESDAYS) 
You actually become your customers’ DIRECT TO 


neighbor in Los Angeles when you have LOS ANGELES HARBOR—SAN 


a stock of goods stored in the Metropol- 


itan Warehouse, ready for delivery on a FRANCISCO, OAKLAND, PORTLAND, 
moments notice. SEATTLE and TACOMA 


The warehouse is constructed of re- 
inf q . : jain, 
emyeuny wamerele maiy de: Soames Se Spe Through Bills of Lading issued to other 


~oe cag tane eng a — Pacific Coast Ports; Hawaii, Far East 
i and British Columbia 


METROPOLITAN saetaaniailit Hees: eae: A ie Die 
WAREHOUSE CoO. - MUNSON STEAMSHIP LINE 


Merchandise Storage Drayage Pool Car Distribution Munson Building, 67 Wall St., New York 
1340-1356 East Sixth Street Branch O 


Chicago, St. Louis, A ad Baltimere 


LOS ANGELES Philadelphia, Mobile, New Orleans 
EASTERN REPRESENTATIVES: 
CROOKS TERMINAL WAREHOUSES McCORMICK STEAMSHIP Co. 
Wenw yoo "aa GENERAL PACIFIC COAST AGENTS 
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against competitors, and giving American shippers sympathetic treat- 
ment, the reverse has been our experience. 

At the same time I don’t believe that our resentment should 
deter us from helping to build up the American merchant marine. 
It should not be forgotten, however, that the man who sells goods 
cannot always dictate the line on which they shall be shipped. There 
are some lines that do not impose a condition that merchandise 
packed in fiber containers shall assume a greater risk of loss or 
damage than other packages. I would not accept a bill of lading 
with a rubber stamp indorsement such as the Shipping Board and 
other lines insist on placing there if the goods are packed in fiber 
containers if I could get goods accepted without it. 


Mr. Chandler announced that he was making an investiga- 
tion of the practices followed by London houses with regard 
to the shipping of goods by their own nationals. 

A discussion ensued on a suggestion by D. T. Whittemore, 
traffic manager of the American Cyanid Company, that Congress 
should turn over the regulating of ship freight rates to the 
Interstate Commerce Commission. He contended that, at pres- 
ent, through lack of competition, the steamship companies did 
as they liked and the shippers were at their mercy, especially 
in view of the fact that the anti-trust law had been suspended 
so far as the steamship conference agreements were concerned. 

“Heaven help you if you ever have your ships put under 
the ‘Interstate Commerce Commission as some want in the 
Middle West,” replied Chairman Chandler. “There would be 
no question that it would only result in higher rates. Running 
ocean ships is a vastly different thing from running railroads. 
When you start to regulate steamships, with the Commission 
holding the balance between the steamship companies and the 
railroads, then rates will surely go up. As it is now, you can 
always appeal to the Shipping Board against what is considered 
an unjust or discriminating rate.” 

Mr. Whittemore replied that the Shipping Board had no 
power to fix rates and that its interest was to maintain the 
highest rates possible, but with the railroads there was always 
an appeal to the Commission. 

Mr. Chandler pointed out that it was to the interest of the 
steamship companies to maintain only a fair rate in order to 
build up tonnage which they would not encourage if they 
charged an unfair rate. 

No action was taken by the conference, the subject being 
left over for further discussion. 

A communication was read from the Committee of Maritime 
Interests for the Suppression of Theft and Pilferage suggesting 
that action be taken to ask the Commissioner of Licenses to 
reduce the number of junk boat licenses in view of the constant 
pilferage from ships and docks. 

It was ruled by the chairman that, until the board was 
in full possession of all the facts, no action should be taken, 
though it was in sympathy with the objects sought to reduce 
theft and pilferage. 

Billings Wilson, deputy manager of the Port Authority, 
said some junk dealers had been found in possession of goods 
that were not new and that the committee was evidently doing 
good work. 


PORT TERMINAL CHARGES CASE 


That the port of Philadelphia would be benefited by segre- 
gation of the terminal or accessorial charges from the line-haul 
freight rates and was discriminated against under present prac- 
tices, was the view placed before Examiner R. N. Trezise at the 
Philadelphia hearing in No. 12681, in re charges for wharfage, 
handling, storage and other accessorial services, at Atlantic and 
Gulf ports. Testimony to that effect was given on behalf of 
Philadelphia by Emil P. Albrecht, president of the Philadelphia 
Bourse and Bruce K. Wimer, commissioner of transportation of 
the Philadelphia Chamber of Commerce. 


A separation of the two classes of charges, Mr. Albrecht 
said, at Philadelphia and at the other ports would result in a 
rate of freight being established for Philadelphia that would 
reflect the physical advantages of the port, in that, at present, 
the Philadelphia rates and those of interior communities were 
based on a rate to New York—say, from Chicago to New York, 
and that rate had necessarily to include the cost of all the acces- 
sorial terminal charges. 


“If the rate from Chicago to New York covers fully the cost 
of those services, the accessorial charges, then it seems to me 
that the rate to Philadelphia where no such services, practically 
speaking, are performed, is unduly high, because it is based on 
a percentage, I think, of the New York rate, which includes 
those charges,” said Mr. Albrecht. “On the other hand, if the 
rate to Philadelphia from Chicago is a reasonable and compensa- 
tory one, then it would seem to. me that the rate to New York 
including those charges is not a proper one, and reasonably com- 
pensatory to the railroads, and by their absorption of that 
charge, those rates are discriminatory against our port.” 

Mr. Albrecht was asked if he felt that the natural advan- 
tages of the port of Philadelphia were completely nullified 
through the absorption which the rail carriers made of those 
charges at other ports. 


“I do,” replied Mr. Albrecht, “because the port of Phila- 
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delphia, located, as it is, on the west side of tidewater, with its 
piers, its development by the city, and by private interests, being 
reachable and available to the rail lines, ought not to have aq 
rate based on conditions prevailing at another port, where it js 
located chiefly on the east side of tidewater, and must have an 
additional terminal movement.” 

Replying to another question, the witness said it was his 
view that shippers should be called on to pay for services ren. 
dered, but only when such service was rendered. 

Mr. Wimer said he concurred, generally speaking, in the 
views expressed by Mr. Albrecht. In answer to a question he 
assented to the proposition that the present method of including 
the accessorial charges in the road-haul rate was an injustice to 
the port of Philadelphia. Further interrogated, he assented to 
the proposition that, in the practical application of segregation, 
he could see no difficulties that would be, experienced. 

H. A. Davis, manager of the Boston Wool Trade Association, 
and R. K. Hale, representing the public-owned docks at Boston, 
at the Boston hearing, gave testimony in support of the segrega- 
tion theory. B. Hoff Knight, for the Port of Philadelphia Ocean 
Traffic Bureau, by means of cross-examination, undertook to 
emphasize the fact that, as shown by cost figures in the record, 
cost of the terminal or accessorial services in New York were 
much greater than at other ports. The figures showed that the 
average cost per ton was $2.75 at New York, $1.12 at Phila- 
delphia and $1.06 at Baltimore. 


OPPOSES ST. LAWRENCE CANAL 
The Traffic World New York Bureau 


The New York Board of Transportation, through its secre- 
tary, Frank S. Gardner, reiterates opposition to the proposed 
shipway from the Great Lakes to the Atlantic via the St. 
Lawrence River by calling the project a “dream,” unsound eco- 
nomically and commercially. 

“It is a power development project first and foremost,” said 
Mr. Gardner, “and, no doubt, the potential power could and 
should be developed, but it ought to be known as a power 
project, not as a plan to increase the nation’s coast line by 4,000 
miles by bringing ocean-going vessels up to the Great Lakes. 
That is unfeasible. 

“We are opposed to that proposition because we confidently 
believe that, while engineers, undoubtedly, can remove obstacles 
to navigation in the St. Lawrence River, if a sufficient amount of 
money be provided, the St. Lawrence River, even at the greatest 
attainable depth, can never be brought any nearer to the deep 
ocean, the climatic conditions can never be modified, the trans- 
portation there can never be made as cheap as existing routes.” 

The board also holds that the project is unsound, because 
the waterways would be icebound for more than five months a 
year, risks on the lower St. Lawrence are so great that insur- 
ance rates are high, lake vessels are unseaworthy on the ocean, 
use of the route by ocean-going vessels would be economically 
impossible, and the commercial advantages would not be at all 
commensurate with the expenditure. ; ; 

The board has adopted the following resolution: 

Whereas, the active propaganda in behalf of the proposal to con- 
struct a ship canal in the St. Lawrence River, below the outlet of 
Lake Ontario and on the boundary line of New York state, has con- 
tinued with unabated energy, and P 

Whereas, the anticipated use of such canal for vessels plying 
between Great Lakes ports and foreign ports is based upon erron- 
eous conceptions of the possibilities of an economical commercial 
use of such canal, and such anticipated use can never be realized 
and the great expenditure necessary for making the St. Lawrence 
navigable would be wasted and useless, and . 

Whereas, the New York Board of Trade and Transportation, 
by report, resolutions and otherwise, has consistently and repeatedly 


opposed the construction of the proposed St. Lawrence Canal; there- 
fore, 

Resolved, that the New York Board of Transportation, seeing 
no reason whatsoever for changing its attitude heretofore frequently 
announced of opposition to the St. Lawrence ship canal, hereby re- 
news and reiterates its opposition to the said proposal and authorizes 
and directs the committee on canals to carry out the views of the 
board and to oppose it by every legitimate means. 


PORT OF HOUSTON GROWTH 


The steady growth of the Port of Houston is reflected in 
the tonnage increase over the last five years or so. Figures 
compiled by the United States District Engineer have just been 
made available, showing that, for the calendar year 1926, the 
actual tonnage handled by Houston was 10,359,562. 

It has been claimed that a large part of the tonnage shown 
for Houston consisted of sand and shell, but the elimination 
of all local traffic from the report of the two ports still shows 
Houston to have handled a total of 2,283,258 tons more than 
Galveston. 

There has always been considerable apprehension that the 
growth of Houston would eliminate Galveston as a port, but 
the growth that Houston has had has shown practically no 
effect on the business moving through Galveston, as shown by 
the attached statement. This statement reflects the fact that 
with the exception of 1920 and 1921, when shipping was ex- 
tremely active, all of the subsequent years have shown a steady 
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HIPMENTS under through bills of lading 

are moved across the border with utmost 
expediency; movement to final destination is 
resumed without delay, once shipments are 
cleared through customs house. 







Customs A gencies 


The National Railways of Mexico maintain official cus- 
toms agencies at El Paso, Eagle Pass, Laredo and Browns- 
ville, Texas, which are fully equipped to handle all 
shipments. The employment of these agencies affords 
many advantages, particularly in billing all customs and 
incidental charges including importation duties to be 










NATIONAL 
















Laredo to Mexico City . 
Eagle Pass to Mexico City 





RAILWAYS 


























53 Hours 
67 Hours 





F. P. De Hoyos, Gen. Agt. 
1515 Penn Bldg. 
New York City 


F. N. Puente, Gen. Agt. 
441 Monadnock Bldg. 
San Francisco, Calif. 





collected at destination. 





Fast Freight Service 


Allimport freight receives prompt and careful attention; 
is forwarded to destination on daily fast freight trains. 


For Complete Information 
Communicate with 






2195 Ry. Exch. Bldg. 
St. Louis, Mo. 






414 Whitney Bank Bldg 
New Orleans, La. 


H. E. Chenoweth, Com. Agent 
Marquette Building 
Shicago, Ill. 





El Paso to Mexico City . . . 107 Hours 
Brownsville to Mexico City . 69 Hours 


OF 





MEXICO 











CHICAGO DISTRICT 


Terminal Facilities 
OF THE CHICAGO & NORTH WESTERN RY. 


HE Chicago terminal district extends over an area of about 500 square miles. Commencing in the very heart 
of Chicago’s main business section, THE NORTH WESTERN LINE serves the northern half of this large ter- 
minal district. Here is located the UNION STOCK YARDS, the largest yard of its kind in the world, as well 
as the new SOUTH WATER FRUIT MARKET, served directly by the CHICAGO & NORTH WESTERN RY. 


The terminal facilities of the 
Chicago & North Western Ry. are 
an extremely important part of 
this great section. 

Twenty-three city stations and 
public team tracks are conveniently 
located so as to create minimum 
hauls between such facilities and 
various sections of the terminal 
district. 


At Proviso, Ill., thirteen miles 
west of Chicago, is the C. & N. W. 
Ry’s largest classification and 
transfer yard, containing approxi- 
mately 1,250 acres. ‘The present 
capacity is 8,790 through cars. To 
further improve these facilities, 
work is progressing toward com- 
pletion in the near future of ad- 
ditional tracks and transfer facili- 
ties which will provide means for 
classifying and dispatching in road 


trains, 12,000 through cars. The 
terminal yard at Proviso, when all 
the reconstruction work as now 
planned is completed, will involve 
a total expenditure of $16,000,000, 
and will permit handling of 15,000 
cars per day and furnish total 
track space for 22,900 cars. 

The Proviso Yard is expressly designed 
for the purpose of handling your through 
traffic in the most modern way with the 
utmost of dispatch. 


The success or failure of your 
industry may depend to a large 
extent upon whether or not it is 
located advantageously from a 
transportation standpoint. A vast 
system of over 10,000 miles of its 
own railway, which, together with 
its connections, affords quick dis- 
patch of freight to practically all 
points in the United States and 


Canada, offers you its complete 
services. Terminal facilities and 
main line transportation between 
cities and towns in the United 
States are available which are of 
inestimable value to any concern 
locating on this railroad. 

Anyone contemplating establish- 
ing an industry of any kind in the 
states of Illinois, Wisconsin, Michi- 
gan, Iowa, Minnesota, Nebraska, 
Wyoming, or South Dakota, would 
do well to communicate with any 
representative of this company for 
information as to available sites or 
facilities along the line of the 
railroad whose slogan in freight 
as well as passenger service is: 
“The Best of Everything.” It has on its 
line at the present time more in- 
dustries than any other western 
railroad. : 


For travel information, reservations and tickets and full information regarding freight shipments, apply to 


H. W. BEYERS, Freight Traffic Manager 
226 W. Jackson Street, Chicago 


C. A. Cairns, Passenger Traffic Manager 
226 W. Jackson Street, Chicago 


CHICAGO & NORTH WESTERN Ry. 


“The Best of Everything in the Best of the West” 










G. B. Aleman, Gen. Agt. 





A. Horcasitas, Com. Agt. 
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run of business through the Port of Galveston and that Galves- 
ton’s business last year was almost a million tons greater than 
in 1922. 

The value of tonnage handled is greater for Galveston than 
Houston due largely to the greater amount of cotton shipped 
through Galveston, both export and coastwise, to the Atlantic 
Seaboard. 


TONNAGE AND VALUE OF COMMERCE THROUGH THE PORTS 


OF GALVESTON AND HOUSTON FOR THE CALENDAR 
YEARS 1920-1926, INCLUSIVE 








1920 
GALVESTON HOUSTON 
Tons Value Tons Value 
SOG E NKcvewenxeses $ 839,101,811 EON naiaie arsine sincee-ee $102,068,452 
192 
Se ee ere senate » aarietane picneiate a alt haiaed 78,619,629 
1 
eo | ee ee 624,445,989 . rr 163,887,754 
1923 
RC PIIOD o eeseceieweee eure 835,190,323 ‘i 2 ree 252,776,363 
924 
Fe kee eek veritas AI WEES... saisie Heesdiwedie-c 365,851,048 
1925 
Sc O7TS44581 G,762.781  .oevcccicceves GIRSSSIES 
1926 
Galveston Houston 
Tons alue Tons Value 
a ee 794,815 $ 24,755,776 385,158 $ 8,475,227 
a errr 2,435,430 288,371,827 2,371,663 237,335,586 
Coastwise (receipts)... 795,319 140,223,869 569,902 57,093,249 
Coastwise (shipments) .1,623,396 233,958,897 4,605,195 115,060,663 
PCH THAIS x cvccvwere 554,875 1,093,191 2,427,344 18,504,322 
SOS \ Saiewe¥e eens 6,203,835  $688,403,560 10,359,562  $436,469,047 


PANAMA CANAL TRAFFIC 


In May, according to the Panama Canal Record, 471 commer- 
cial vessels transited the Panama Canal, the tolls aggregating 
$2,066,070.73. May was the second largest month of the current 
fiscal year. 

Tolls received in the first eleven months of the current fiscal 
year totaled $22,255,452.14, and it is likely that the tolls for June 
will carry the total to over $24,000,000, according to the Record. 
The largest amount of tolls yet collected in any 12-month period 
occurred in the fiscal year 1924, when $24,290,963.54 was paid. 
The present fiscal year may exceed the record of 1924, according 
to the Record. ; 


PERUVIAN SHIPPING RULE OPPOSED 


Annulment or modification of the Peruvian regulation re- 
quiring shippers of merchandise to Peru to show insurance 
certificates or policies as proof that declarations agree with 
actual values, is being urged on the State Department by the 
New York Merchants’ Association. The regulation will take 
effect on July 1. 

In a letter to Secretary Kellogg, Hugh Lynch, acting sec- 
retary of the Merchants’ Association, says he understands the 
requirement will apply to all exports to Peru after July 1, and 
that the reason prompting it was that Peruvian importers often 
seek to lower the amount of duty assessed on merchandise 
purchased by them abroad by arranging for documents which 
do not accurately represent the value of the merchandise. The 
new regulation, it is pointed out to Secretary Kellogg, introduces 
an additional procedure and renders the documentation of ex- 
ports more difficult. 


PARCEL POST REGULATIONS 


Effective July 1, the weight limit applicable to parcel post 
packages exchanged between the United States and Great Britain 
and northern Ireland will be increased from 11 to 22 pounds, 
according to W. Irving Glover, second assistant Postmaster- 
General. 

Senders of parcels exchanged between the United States and 
Paraguay have the option of attaching a single customs declara- 
tion to only one parcel comprised in a shipment mailed simul- 
taneously by the same sender to the same addressee at one 
address, Mr. Glover has announced. 


SHIPPING BOARD COMPETITION 


“The Shipping Board must decide whether it is going to stay 
in or get out of the shipping business. We can’t go on this 
way, and I am sure the board knows it and will soon make 
known its plans in a way that will make all American shipping 
men breathe easier,” said Captain Robert Dollar, in New York, 
where he has been consulting with shipping men following his 
attendance at the national foreign trade convention at Detroit. 

“We all value the services of the Shipping Board highly 
and I doubt but that most of us would do the same in its place. 
But the time for a new arrangement of things is at hand. Amer- 
ican privately owned and operated shipping lines must expand 
if they are to live; they must take the whole world for their 
field of operation. They feel the risk of an actual rivalry with 
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the Shipping Board fleet, and they apprehend that that fleet, jg 
enlarged, would make the hazard still greater. 

“We know what the differentials are between us and 
foreign ships, because many of us, like myself, have operated 
foreign ships. And we know the margin is going to take all our 
effort to overcome. But if American shippers will give us an 
even break and if the government will make it plain that it js 
going to enter on a policy where, stage by stage, it will pro. 
gressively withdraw and cease to compete with us, we can give 
the American people the finest merchant marine in the world.” 


BILLS OF LADING, ETC., TO CUBA 


W. Irving Glover, second assistant Postmaster General, has 
advised postmasters that, in connection with the practice of 
some firms in this country of sending letters containing bills of 
lading and other shipping documents under registration to Cuba, 
as much publicity as possible without expense to the department 
should be given to the fact that unless it is specially desired to 
give such letters, which are addressed to destinations in Cuba 
other than Habana, the protection of the registry service, they 
can be considerably expedited in delivery, in some cases as 
much as 24 hours, by being sent as ordinary special-delivery 
mail. He says such letters for Habana can also by expedited in 
delivery if sent as ordinary special-delivery mail to the extent 
that they will be delivered by special messengers immediately on 
receipt at the Habana office instead of waiting for delivery by 
the regular carriers. ; 


AID FOR AMERICAN SHIPS 


Sections of the merchant marine act enacted for the pur- 
pose of providing aid to ships under the American flag in for- 
eign trade should be made operative, according to a statement 
issued by the National Merchant Marine Association. The asso- 
ciation referred particularly to section 23 of the act, which 
provides for shipowners impounding for a period of ten years 
a sum equal to the income taxes that would have been payable 
on their earnings, provided that such fund should be used in 
the construction of approved types of vessels in American ship- 
yards and that such fund should not form more than one-third 
of the total cost of such vessels. This section of the act, the 
association said, had been made inoperative by reason of a 
ruling of the income tax unit that the language of section 23 
referred to exemption of taxes under the revenue act of 1918 
and was not applicable to taxes accruing under subsequent reve- 
nue laws. It said Congress should remedy the situation. 





COMMERCE IN AMERICAN SHIPS 


In the four months ended with April, American ships carried 
35.7 per cent, by value, of domestic exports of the United States 
in foreign trade, as compared with 32.8 per cent in the corre- 
sponding period of 1926, according to the monthly summary of 
foreign commerce issued by the Department of Commerce. Of 
imports, 32.8 per cent were carried in American vessels as 
against 29.9 per cent in the same period of 1926. In April, 
American vessels carried 34.8 per cent of exports and 32.9 per 
cent of imports, as against 30.4 per cent and 29.7 per cent, 
respectively, in April, 1926. 


A MARINE RECORD 


For the year ending December 31, 1926, the American- 
Hawaiian Steamship Company’s fleet of 21 motor ships and oil 
burning freighters plying between ports on the Atlantic and 
the Pacific through the Panama Canal traveled 1,110,689 miles 
and were on time at the principal ports to the extent of 96% 
of schedule. The fuel consumed in making this remarkable 
record was 40,926,312 gallons. Only one ship was delayed by 
accident more than one day and only one fatality occurred—a 
ship’s carpenter was killed by a hawser while docking the ship. 
In loading and discharging the cargoes, a total of 99,440 tons 
of surplus equipment (slings of various types) was hoisted and 
lowered. The company’s regular schedule called for a sailing 
every five days and the cargoes consisted of miscellaneous 
package freight, a large portion of which was time freight that 
had to reach destination promptly. 


HOW TO SHIP TO MEXICO 


A small booklet has been published by the National Rail- 
ways of Mexico entitled, “How to Ship to Mexico.” It was 
compiled “with the object of acquainting manufacturers, job- 
bers, merchants, and exporters in general with the customs re- 
quirements of Mexico.” The text is in both English and Mex- 
ican. It says that it appears that shippers in Europe and the 
United States apparently are of the opinion that trade with 
Mexico is hedged about with difficulties and obstacles and that, 
by reason of that, little effort is made to extend operations into 
that country. Its purpose, as stated, is to dispel that impression 
and to supply the information necessary to meet the require- 
ments of the country and ship expeditiously. 





June 25, 


TE 


LO 
FL 


L/ 


ed 
es 


of 
yf 
1S 
i, 
ar 


Le ee 


= “SS Ve 


June 25, 1927 











THE TRAFFIC WORLD 1665 


FREIGHT FORWARDERS 


City Delivery Service Twice Daily to all parts 
of Greater Kansas City 


Most Complete and Up-to-Date System of 
Stock Records and Reports 


Transfer & Storage Company 


228-236 West 4th Street 


Located in the Heart of the Wholesale District 


Low Insurance Rates 
Prompt and Efficient Service 


CHAMBER OF COMMERCE OF THE U.S 


CHAMBER OF COMMERCE OF ye CITY 


MEMBERS AMERICAN CHAIN OF WAREHOUSES 


TRAFFIC CLUB OF KANSAS CITY, MISSOURI 


Represented by American Chain of Warehouses 


260 West Broadway, New York City 
Phone Walker 7195 


Write Us for Information and Rates 


Modern Warehouses 


203 S. Dearborn St., Chicago, III. 
Phone Harrison 3300 


RESPONSIBLE RELIABLE REASONABLE 


SHUPE TERMINAL CORPORATION 


Lincoin Highway and Passaic River, South Kearny, N. J. 


The Gateway of Commerce to the Port of New York 





TERMINAL—A strictly modern Terminal, consisting of 73 
acres on which are erected 45 buildings. 

LOCATION—Lincoln Highway and Passaic River, South 
Kearny, New Jersey. 

FLOOR AREA—500,000 square feet, of which 215,000 feet 
have an unlimited load carrying capacity; 160, 000 square 
feet are on raised concrete ramps even with car floors. 

LAND—Available fer open storage and new buildings, 28 acres. 


RAILROADS—Terminal located on Pennsylvania Railroad just 
east of Waverly Transfer, and within a quarter of a mile 
of their great Manhattan Produce Terminal. Through 
tariff rates via Lackawanna on inbound carload shipments, 
as well as Storage in Transit Privileges Westbound via 
Pennsylvania R. R. 

TRACK STORAGE—Nine and one-half miles of sidings. 


WHARFAGE—1,400 feet of dock on Passaic River. 
We solicit your inquiries 


FACTORY SITES—We will erect buildings to suit your par- 
ticular requirements. 

EQUIPMENT—Large fleet of motor trucks, tractors and trail- 
ers. Steam crane service. 

HIGHWAYS—Located on the Lincoln Highway, the main 
artery of traffic from coast to coast, twenty-five minutes 
from Broadway. The new Hudson Tunnels will assure 
prompt deliveries to the Metropolitan District. 

LABOR—A thickly populated territory to draw from with no 
labor troubles. 

SERVICE—Daily trap car service for L.C. L. shipments via 
Pennsylvania Railroad to Waverly Transfer. Distribution 
and Warehousing. Daily truck deliveries within radius 


of 30 miles. We handle your shipments. Traffic service 
unsurpassed. Direct service to Boston via Port Newark 


& New England S/S Co. 
Rates quoted on application 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whe is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions —. practical traffic 
problems. We do not desire to take the place of traffic man but to 
help him in his work. : " 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may — to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D.C. 


eo, o 





Routing and Misrouting—Erroneous Terminal Delivery 

Indiana.—Question: In the May 14 issue of The Traffic 
World, on page 1284, you answer “Georgia’s” question relative 
to the merits of their contention that they are entitled to the 
lowest rate even though their shipment cannot move via the route 
over which the rate is named. 

We have a case somewhat similar and would ask that you 
give your opinion thereon. We tendered a shipment to road A 
for movement to a point in New Jersey, routed road A, junction 
No. 1, road B, junction No. 2, and road C. Road A accepted 
the shipment and moved it from point of origin, but failed to 
deliver it to road B at junction No. 1. After passing junction 
No. 1, road A discovers that the shipment cannot be delivered 
by road C on account of height and holds the car for further 
instructions. After much telephoning, car is finally moved so 
as to connect with road B at junction No. 3, but with no possi- 
bility of delivery on road C. 

Upon arrival at destination on road B consignee required 
road B to lighter the entire shipment to road C, for delivery 
thereon, a proceeding which increases freight charges approxi- 
mately seventy-five dollars. 

It is our contention that we are not required to stand this 
additional freight charge, as road A accepted shipment for move- 
ment via the route specified on the bill of lading, but after ae- 
cepting the contract to deliver in the manner specified found 
that they were unable to carry out their agreement. 

Had they notified us that shipment could not move via the 
route specified before forwarding from point of origin, the load 
could have been reduced to a point which would allow its move- 
ment over that route. In order to reduce the height, however, 
it would have been necessary to have reloaded the entire ship- 
ment, a proceeding which was not possible after the shipment 
left our plant. 

Answer: 
follows: 


Paragraph (a) of Conference Ruling 474 reads as 


It is the duty of a carrier to make delivery in accordance with 
routing directions. Where such routing instructions have not been 
followed and delivery is tendered at another terminal than that 
designated, it remains the duty of the delivering carrier to make 
delivery at the terminal designated in routing instructions, either 
by a switch movement or by carting. In either event the additional 
expense involved in making such delivery must be borne entirely 
by the carrier responsible for the misrouting and the reimbursement 
thereof to the delivering carrier may be made by the carrier at 
fault without a specific order of the Commission. 


The provisions of the above quoted paragraph of Conference 
Ruling No. 474-a are applicable to the instant case. 


Demurrage—Average Agreement 


New York.—Question: Your answer to the “New York” 
question on page 1424 of The Traffic World of May 28, 1927, 
on the subject of “Demurrage—Bunching—Cars for Unloading,” 
is misleading. It states the carrier is in error in not making 
allowance, while the illustration proves the carrier was correct 
in not making an allowance. By “allowance” is meant the 
allowance of additional free time and consequently a reduction 
in the amount of demurrage as assessed. 

Five cars were shipped from the same point at the rate of 
one car per day, being shipped in this fashion because the con- 
signee was congested at destination. Four cars were placed on 
one day and the fifth the following day. The consignee was 
unable to unload any of them for about one week. 

Using your illustration, and assuming that four cars were 
placed at 7 a. m. Friday and the fifth car at 7 a. m. Saturday, 
as you show, had the cars not been delayed in transit and 
bunched when delivered, four on one day, the first car shipped 
would have been placed the preceding Tuesday, the second the 
preceding Wednesday, and the third the preceding Thursday. 
Therefore, inasmuch as the consignee was not in a position to 
unload, had the cars been placed in that manner, three days’ 
more demurrage would have accrued on the first car, two days 
more on the second, and one day more on the third. Therefore, 
the bunching of the cars relieved the consignee of six additional 
days’ demurrage that he would have been obliged to pay had they 
not been bunched. 

It is evident that the carrier was correct in declining the 
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claim, because the demurrage tariff provides that no demurrage 
shall be assessed or collected (or if assessed or collected shal 
be promptly canceled or refunded) for detention of cars causeq 
by “bunching,” as the result of the act or neglect of any carrier. 

In this case the detention of the cars was not caused by 
bunching, but the bunching of the cars really reduced the 
amount of the demurrage that the consignee would have been 
obliged to pay had the cars not been bunched; consequently, the 
detention not being caused by bunching, the tariff does not 
authorize any reduction in the demurrage charges as assessed. 

We do not know what railroad or shipper was involved, but 
we do believe that the matter should be properly explained so 
that shippers and carriers may have a better understanding of 
the application of the bunching rule of the demurrage tariff. 

Answer: Section B-2 of rule 8 of the National Car Demur- 
rage Rules provides: 


When, as the result of the act or neglect of any carrier, cars 
* * * are tendered for delivery by this railroad in accumulated 
numbers in excess of daily shipments, the consignee shall be allowed 
such free time as he would have been entitled to had the cars not 
been bunched. * * * 


Apparently your argument is based upon two premises, first, 
that in the second paragraph of our answer we refer to an 
allowance of additional free time for bunching. However, it will 
be observed that we merely stated that the carrier is in error 
in not making an allowance of such free time as a consignee 
would have been entitled to had the cars not been bunched in 
transit; second, that on the day the first of the five cars should 
have arrived the consignee’s unloading track was congested, this 
assumption being based upon the fact that the cars were shipped 
at the rate of one car per day. 

However, this fact does not necessarily lead to the conclu- 
sion that the consignee’s track was congested. The cars may 
have been so shipped in order to prevent congestion. 

Section B-2 of rule 8 of the Demurrage Rules provides that 
the consignee shall be allowed such free time as he would have 
been entitled to had the cars not been bunched. In our answer 
we have stated that the record should have been recast so as 
to allow the consignee the same amount of free time as he 
would have been entitled to had the cars not been bunched, 
which is in accordance with section B-2 of rule 8. 

There is nothing in section B-2 of rule 8 which permits of 
the presumption that had cars which are bunched by a Carrier 
been delivered in the order in which shipped, that is, had there 
been no bunching of the cars, they could not have been unloaded 
by the consignee and that therefore the provisions of the rule 
should not be applied to such cars. 

Tariff Interpretation—Rate Stated per Car, but No Provision for 
Excess in Proportion 

Alabama.—Question: Carriers publish in their tariff a rate 
which reads in dollars and cents per car of 40,000 pounds. 

In your opinion can they lawfully charge excess in propor- 
tion on shipments that weigh more than 40,000 pounds? 

Answer: With respect to this question, see the Commission’s 
opinion in Brooks-Scanlon Corporation vs. A. C. L. R. R. Co., 118 
I. C. C. 237. In this case the Commission said: 


The sole point of contention is as to the applicable rate beyond 
Jacksonville. Prior to April 15, 1925, the commodity description carried 
in the exceptions to the southern classification read in effect, ‘‘ma- 
chinery and machines, carload minimum weight 20,000 pounds, class 
N.” The class N rate beyond Jacksonville was 5,200 cents per car. 
Defendants contend that the rate per car was inapplicable because 
the exceptions provided a minimum carload weight which contem- 
plated rates made on a 100-pound basis. They ask for a finding 
that the sixth-class rate was applicable but unreasonable to the 
extent that it exceeded $52 per car, excess weight over and above 
20,000 pounds in proportion. Effective on the above date the words 
“excess in proportion’’ were added to the commodity description, 
but they were not in the tariff at the time the shipments moved. 

It is obvious that when the shipments moved the rate was pub- 
lished strictly on a car basis, and complainants are therefore entitled, 
as they claim, to the rate of $52 beyond Jacksonville. 

Tariff Interpretation—Follow-Lot Shipments 

Ohio.—Question: A situation has developed in connection 
with carload and part-carload movement to Transcontinental 
territory that brings out a feature that will undoubtedly be of 
general interest, and is probably widely misunderstood, and we 
desire to bring the matter to your attention, and will be greatly 
appreciative of your interpretation of the situation. 

During the month of February request was made of a carrier 
to place at our plant for loading a fifty-foot car for movement 
to Transcontinental territory from Group B territory. It was 
not possible to furnish a fifty-foot car and two smaller cars were 
furnished in lieu thereof. Freight was paid at point of origin 
based on the carload rate for the total weight contained in the 
two cars, which happened to be 32,795 pounds, and paid for at 
a commodity rate of $2 per hundred as shown in westbound 
Transcontinental Tariff No. 1-A. 

The first of the two smaller cars furnished in lieu of the 
fifty-foot car ordered was loaded to capacity, and the remainder 
or overflow was carried in the second car, and, of course, billed 
at carload rate. When the shipment reached destination, in 
this case Oakland, Calif., the delivering carrier collected an 
additional charge covering the part car or overflow sufficient to 
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make up the difference between carload and L. C. L. rate on the 
overflow, basing their authority for additional collection on item 
792, page 240, of Transcontinental Tariff No. 1-A, paragraphs 
A, B, C, D, subject to notes 1, 2, 3, 4. 

The overflow amounted to 6,091 pounds in weight, and the 
difference between carload rate and L. C. L. rate was $3.18 per 
hundred pounds, making an additional collection at destination 
of $189.69. We were under the impression that when this entire 
shipment was offered as carload and the carrier was unable to 
furnish a fifty-foot car, it was not within the power of the carrier 
to make shipment of a portion of the shipment at carload rate, 
and charge L. C. L. for the remainder, and it is the writer’s 
impression that although Group B territory is not shown as ap- 
plicable in item 792, it is not permissible to make additional 
charge of this kind in view of the fact that the classification 
requirements made specific provisions for handling matters of this 
nature, although, of course, this particular shipment moved under 
a commodity tariff. 

Item 792 and notes as interpreted by the carriers gives them 
permission to make the additional collection, and we are asking 
for further enlightenment from an unbiased standpoint. 


Answer: Paragraph (d) of section 1 of item 792 reads as 
follows: 


Where car of smaller dimensions or less capacity is furnished 
actual weight applies provided it is loaded to its capacity; the bal- 
ance of the shipment will be taken in another car at actual weight 
and carload rate, and the entire shipment will be subject to carload 
minimum weight applicable to car of dimensions or capacity ordered. 


The above provision is apparently a modification of rule 
34 of the Consolidated Classification. 

Under the limitations of notes 1, 2, 3 and 4 of item 792 of 
Transcontinental Tariff 1-A, Agent Toll’s I. C. C. 177, the provi- 
sions of paragraph (d) of section 1 of the item are not applicable 
on a shipment originating in Group B territory. 

Item 790 of the tariff in question provides that the rules 
published in Western Classification also govern the application 
of rates named in this taraiff except as otherwise provided below 
or in individual rate items 6f this tariff. Seemingly the provi- 
sions of rule 24 of the classification are applicable to the ship- 
ment in question. Rule 24 is the so-called follow-lot rule of the 
classification as distinguished from rule 34, the two-for-one rule 
of the classification. 


MOTOR VEHICLE MEETING 


Two of the main economic problems relating to motor 
vehicle transportation over the highways about which there 
is a vast amount of serious discussion are highway finance and 
the coordination of the motor vehicle with other transportation 
agencies, said Professor Henry R. Trumbower, of the University 
of Wisconsin, at the annual convention of the motor bus division 
of the American Automobile Association at Philadelphia last 
week. 

He said the question was asked repeatedly to what extent 
the motor vehicle should contribute in a direct manner toward 
the construction and maintenance of rural highways and also 
toward the upkeep of city streets and what method or policy 
should be followed in making the necessary collections from 
the automobile-using public. He said the other question that 
was receiving attention on the part of legislatures and persons 
interested in the general affairs of transportation concerned 
itself with the formulation of a working policy that would pro- 
vide for a more unified and economical transportation system 
consisting of steam railroads, the electric lines, and the com- 
mon carrier motor vehicles—trucks and busses. 

A distinction between railroad transportation and highway 
transportation was drawn by the professor. He said the former, 
aside from the regulatory control of state and federal agencies, 
was essentially a privately owned and operated enterprise, 
while the latter was a combination of a private and a public 
enterprise, because the motor vehicles were privately owned 
and operated while the highway was owned and maintained by 
state and local government units. The conduct and administra- 
tion of the highway system, he said, constituted the country’s 
greatest single experiment in public ownership and operation. 

He referred to the toll roads of the past and the change to 
free roads. In railroad theory and practice, he said, it was 
maintained that the costs of operation had to be met by the 
revenues contributed by those who benefited directly or indi- 
rectly from the services rendered. Such was the theory, he 
said, applied to highway users in the days of the toll road. 
But that theory, he continued, was gradually abandoned. Now, 
however, he said, the situation had changed again, and the 
motor vehicle was looked on as a source of revenue with which 
highways expenses were to be met, at least in part. 


In 1926, he said, the motor vehicle revenues of the country 
amounted to $408,103,568, of which 54 per cent came from license 
fees and 46 per cent from gasoline taxes. A study of those 
figures, he said, showed that for the last five years or so the 
states had come to rely more and more on the gasoline tax 
as a source of funds for highway purposes. At the close of 
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1926, all states with the exception of Massachusetts, New York, 
New Jersey and Illinois were collecting a gasoline tax in orde; 
to obtain highway funds. Reference was made to the variations 
in the methods employed to raise revenue for highways. The 
speaker said there was not only a wide divergence in the meth. 
ods and bases followed in order to obtain revenues from moto; 
vehicle operators but that there was also no definite or tangible 
policy as to the proportionate amount of total highway expendi. 
tures that should in fairness and justness be borne by the users 
of the highways. 

“As I view the situation,” he continued, “one of the main 
reasons why this condition exists is because there are so few 
fundamental facts regarding this problem which are available 
to members of a legislature and of committees who have such 
matters in charge. It is only in the last few years that state 
authorities have realized the economic importance of conducting 
highway traffic surveys so as to learn the character and extent 
of highway use.” 

In the opinion of Professor Trumbower, “is it extremely 
difficult to draw up a satisfactory regulatory policy pertaining 
to common carrier busses and trucks without having a greater 
accumulation of economic and operating data than are now 
available.” He believed the American Automobile Association 
could do much in assisting in the preparation of such informa- 
tion that would be of immense value to state and federal officials 
and lawmakers “who are conscientiously trying to evolve a 
highway transportation policy which will maintain the auto- 
mobile, the motor bus and the truck in that field af activity 
for which each type is best adapted and which will result in 
the maximum of advantage to the public.” 

H. G. Wells, commissioner of the Massachusetts department 
of public utilities, said that regulation of motor carriers was 
apparently passing through a stage similar to that through 
which all regulation had passed. There was opposition to reg- 
ulation of the railroads and of city street car lines, he said, as 
well as to regulation of gas and electric companies. As time 
went on, he said, these interests themselves came to the view 
that it was desirable from their own standpoint—more or less 
a selfish one—that proper regulation was a desirable feature 
of their service. Now, after a period of opposition, he said, 
the better class of motor operators believed in regulation. He 
referred to existing regulation in the various states and the 
proposal for federal regulation of the motor vehicle common 
carrier. 

“It is very noticeable,” said he, “that the evils now apparent 
and the criticisms now directed at motor transportation in such 
states (states having state regulation) are almost entirely 
directed at the operation of interstate vehicles, which are un- 
restricted and uncontrolled. As the states saw the advisability, 
and even the necessity, of regulation, so, sooner or later, will 
regulation of interstate traffic be advisable and necessary.” 

Mr. Wells believed that progress, however, would best be 
attained by taking one step at a time. He said he felt that 
federal regulation should first be directed to motor bus trans- 
portation and to that type of motor bus transportation that 
operated between fixed termini or over regular routes. When 
that was done, he said, the next step would be clearer. He 
believed that this problem would ultimately be settled by the 
wisdom of those directly affected in cooperation with those seek- 
ing the best interests of the people of the various states of the 
country. ; 

Clark T. McConnell, president of the Cleveland-Ashtabula- 
Conneaut Bus Company, sounded a note of warning with respect 
to bus operations. In spite of the popularity of the motor bus, 
he said he was inclined to believe that most operators and the 
people generally interested in motor bus development were over- 
optimistic concerning future expansion and that it was his firm 
belief that unless there were improvements in motor bus chassis 
and bodies and an increased efficiency in operation through 
systematic methods employed by the operators, “we can expect 
to find a decrease in motor bus popularity.” He said manu- 
facturers of bus chassis and bodies had been unnecessarily slow 
and dilatory in the improvement of their product and had not 
constructed equipment that could be operated and maintained 
at the lowest costs commensurate with the nature of the oper- 
ation. 


“There have been too many failures in the motor bus busi 
ness due to the ignorance of the operator who thought he was 
making money just because he was in a cash business and his 
daily receipts exceeded his daily expenditures,” said he, adding 
that costs of maintenance and of new equipment were not taken 
into consideration in such instances. 


MOTOR VEHICLE CENSUS 


A total of 27,650,267 passenger automobiles, trucks, and 
busses were in operation throughout the world at the beginning 
of 1927 as compared with 24,473,629 at the beginning of 1926, 
an increase of 3,176,638, according to a world census of motor 
vehicles just completed by the automotive division of the De- 
partment of Commerce. 

Automobiles, trucks, and busses operated in the United 
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States at the beginning of 1927 totalled 22,137,334, about 80 per 
cent of world registrations. The United Kingdom ranked second 
with a total of 1,023,651, followed in order by France, 891,000; 
Canada, 828,918; Australia, 365,615; Germany, 319,000; Argentina, 
222,610; Italy, 138,177; Spain, 135,000; and New Zealand, 123,224, 
according to the census. 

Solomon Islands and Gilbert and Ellice Islands ranked low- 
est in the registration with two trucks each in operation at the 
beginning of the year. 

Registration by continents places America first with 23,485,- 
172, followed in order by Europe, 3,164,739; Oceania, 522,083; 
Asia, 288,687; and Africa, 189;006. 

Registration of automobiles; trucks, and busses in the United 
States at the beginning of the year totalled 2,086,058 more than 
the 1926 registration figures with only 977,960 added in the rest 
of the world during the twelve-month period. 

The growing use of automotive equipment outside the United 
States is revealed by the census showing registrations as of 
January 1, 1927, totalling 5,512,933 passenger automobiles, motor 
trucks, and busses as compared with 2,931,407 on January 1, 
1924. 





REVENUE FREIGHT LOADING 


For the ninth week this year, loading of revenue freight 
exceeded the million mark for the week ended June 11, accord- 
ing to the car service division of the American Railway Associa- 
tion. The total for the week was 1,028,305 cars, which was an 
increase of 117,007 cars over the preceding week when freight 
traffic was somewhat reduced owing to the observance of 
Memorial Day. 


Compared with the corresponding week last year, the total 
for the week ended June 11 was a decrease of 24,166 cars but 


Was an increase of 38,432 cars over the corresponding week in 
1925. 


Revenue freight loading by districts the week ended June 11 
and for the corresponding period of 1926 was reported as follows: 


Eastern district: Grain and grain products, 7,360 and 7,993; live 
stock, 2,394 and 2,362; coal, 40,743 and 47,002; coke, 1,989 and 2,780; 
forest products, 5,353 and 5,970; ore, 5,945 and 5,851; merchandise, 
L. C. L., 70,027 and 69,863; miscellaneous, 103, 432 "and 104,608; total, 
1927, 237, 243: 1926, 246, 429; "1925, 236,146. 

‘Allegheny district: Grain and grain products, 
live stock, 2,207 and 2,249; coal, 37,856 and 45,210; 
5,195; forest products, 3,145 and 3,758; ore, 
ehandise, L. C. L., 54,104 and 56,575; miscellaneous, 92,214 and 86,524; 
total, 1927, 209,613; 1926, 216,363; 1925, 201,403. 

Pocahontas district: Grain and grain products, 203 and 209; live 
stock, 172 and 135; coal, 44,975 and 43,624; coke, 443 and 562; forest 
products, 2,179 and 1,700; ore, 135 and 81; merchandise, L. C. L., 
7,573 and 7,267; miscellaneous, 6,208 and 5,090; total, 1927, 61,888; 
1926, 58,668; 1925, 51,737. 

Southern district: Grain and grain products, 3,652 and 4,584; live 
stock, 1,968 and 1,987; coal, 22,732 and 22,243; coke, 578 and 832; for- 
est products, 21,526 and 22,979; ore, 1,108 and 1,511; merchandise, 


coke, 5,390 and 
11,685 and 13,594; mer- 


L. C. L., 40,268 and 39,458; miscellaneous, 56,715 and 45,324; total, 
1927, 148,547; 1926, 147, 918; 1925, 140,768. 

Northwestern district: Grain and grain products, 10,588 and 8,866; 
live stock, 7,041 and 8,170; coal, 4,239 and 4,320; coke, 1,817 and 


1,646; forest products, 18,680 and 19,649; ore, 43,578 and 43,336; mer- 
chandise, L. C. L., 34,867 and 34,223; miscellaneous, 44,557 and 45,124; 
total, 1927, 165,367; 1926, 165,334; 1925, 150,800. 

Central western district: Grain and grain products, 11,044 and 
10,054; live stock, 10,185 and 10,167; coal, 5,714 and 10,947; coke, 282 
and 319; forest products, 11,380 and 12,737; ore, 3,617 and 3,920; mer- 
chandise, L. C. L., 34,707 and 35,672; miscellaneous, 58,045 and 59,446; 
total, 1927, 134,974; 1926, 143,262; 1925, 135,218. 

Southwestern district: Grain and grain products, 4,947 and 4,436; 
live stock, 2,838 and 3,046; coal, 2,730 and 3,861; coke, 184 and 168; 
forest products, 7,627 and 9,870; ore, 448 and 446; merchandise, L. C. L., 
16,843 and 17,375; miscellaneous, 85,056 and 35,295; total, 1927, 70,673; 
1926, 74,497; 1925, 73,801. 

Total, all roads: Grain and grain products, 40,806 and 39,400; live 
stock, 26,805 and 28,116; coal, 158,989 and 177,207; coke, 10,683 and 
11, 502; forest products, 69, 890 ‘and 76, 663; ore, 66,516 and 68, 739; mer- 
chandise, Ee ae 258, 389 and 260, 433; miscellaneous, 396, 227 and 
390,411; total, 1927, "1,02 8,305; 1926, 1,052,471; 1925, 989, 873. 


Loading of revenue freight this year compared with the two 
previous years follows: 





Ay 1926 1925 

Five weeks in January......... 524,749 4,428,256 4,456,949 
Four weeks in February........ 3°893°931 3,677,332 3,623,047 
Four weeks in March........... 4,016,395 3,877,397 3,702,413 
ie Se Uy | ee 4,890,749 4,791,006 4,710,903 
Four weeks in May............- 4,096,742 4,145,820 3,869,306 
sh Se Se eee 911,298 944,864 998,243 
WOE WE NO Bio ov ces cS cee 1,028,305 1,052,471 989,873 

| | a a Le oe 23,292,169 22,917,146 22, ,350, 734 


GRAIN ELEVATOR AT JERSEY CITY 


The Pennsylvania Railroad announces that its new elec- 
trically operated grain elevator on the south side of Greenville 
Piers, Jersey City, for the handling of shipments of export grain 
from railroad cars to barges, was placed in operation June 23. 
It will permit the Pennsylvania to participate in a larger measure 
in the heavy movement of export grain through New York. The 
transfer devices of the elevator are of special type to meet the 
demands of the peculiar traffic. Most of the export grain han- 
dled through New York is in parcel lots, which must be loaded 
into barges and then floated to the ship’s side. Grain is unloaded 
at the new elevator from the cars into a large hopper at the 
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side of the track by a mechanical scoop, and then carried from 
the hopper to the top of the elevator by a continuous belt con- 
veyor, equipped with buckets. The grain, after leaving the 
conveyor, runs through special scales, which weigh it automat- 
ically, and then is conducted through a gravity chute into the 
holds of barges. All machinery in connection with the elevator 
is operated and controlled by electricity. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period June 
1-7, inclusive, was 274,062, as compared with 256,448 cars in the 
preceding period, according to the car service division of the 
American Railway Association. No average daily shortage was 
reported. The surplus was made up as follows: 


Box, 123,157; ventilated box, 1,574; auto and furniture, 16,387; 
total box, 141, 118; flat, 4,687; gondola, 56, 510; hopper, 31,688; total oak 
88,198; coke, 976; s. D. stock, 19,251; D. D. stock, 3.877; refrigerator, 
14,682: tank, 373; miscellaneous, 900. 


Canadian roads reported a surplus of 23,100 box, 600 S. D 
stock, 975 refrigerator and 400 miscellaneous cars. 


DENIES MISSISSIPPI PLEA 


The Commission has denied the petition of the Mississippi 
Railroad Commission, in Ex Parte 74, for reopening and re- 
hearing, for the purpose of determining the propriety of re- 
districting southern territory as to rate-making groups under 
section 15a of the interstate commerce act. In a brief order, 
the Commission stated it had considered the record in Ex Parte 
74 and the petition of the state commission, and that it was 
ordered that the petition be denied. 


CHANGES IN DOCKET 


Hearing in finance No. 3829, excess income of the Midland 
Valley R. R., assigned for June 22, at Washington, D. C., before 
Examiner Law, was canceled and reassigned for September 26, 
at Washington, D. C., before Examiner Law. 

The hearing in I. and S. No. 2918, the tolerance allowance 
case, set for June 25, at Chicago, has been postponed without 
date. Time for the hearing will be fixed hereafter. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended June 18 totaled 20,892 cars, as compared with 17,607 cars 
(revised) the preceding week and 17,883 cars in the correspond- 
ing period of 1926, according to the Bureau of Agricultural 
Economics of the Department of Agriculture. Shipments were 
reported as follows: 


Apples, 261 cars; 


cabbage, 508 cars; asparagus, 45 cars; canta- 
loupes, 2,280 cars; celery, 92 cars; imports, 32 cars; cherries, 131 
cars; cucumbers, 424 cars; eggplant, 17 cars; grapefruit, 52 cars; 
green peas, 41 cars; lemons, 459 cars; lettuce, 451 cars; miscellaneous 
melons, 3 cars; mixed citrus fruit, 54 cars; mixed vegetables, 550 
cars; imports, 8 cars; mixed deciduous fruit, 171 cars; onions, 165 
cars; oranges, 1,090 cars; peaches, 1,322 cars; peppers, 81 cars; im- 


ports, 1 car; plums and prunes, 238 cars; strawberries, 305 cars; 
string beans, 378 cars; sweet potatoes, 137 cars; tomatoes, 1,533 cars; 
watermelons, 4,468 cars; potatoes (1927 crop), 5,427 cars; potatoes 
(1926 crop), 209 cars; imports, 118 cars. 


HOOVER ON AVIATION 


Secretary Hoover, of the Department of Commerce, believes 
that the performance of airplanes in the Mississippi flood relief 
work and the New York-Paris flight of Colonel Charles A Lind- 
bergh have demonstrated the dependability of the airplane with 
the result that considerably more interest has been aroused as 
to commercial use of that mode of transportation. He has 
commended the work done by aviators in the Mississippi flood 
areas, pointing out that many lives would have been lost had 
not the airplanes scouted over flooded areas at low levels and 
directed boats to the rescue of persons. The flight of Colonel 
Lindbergh, in the opinion of Mr. Hoover, demonstrated that 
dependence could be placed in the airplane of today. 


REPEAL HOCH-SMITH RESOLUTION 


The Southern Traffic League, at a recent meeting, again 
resolved to seek repeal of the Hoch-Smith resolution. This or- 
ganization has opposed this legislation from its inception. It is 
now asking the National Industrial Traffic League to join it in 
its efforts. 





NEW COMPLAINTS FILED 


No. Lay Sub. No. 1. Jackson (Miss.) Traffic Bureau vs. A. C. & Y. 
et a 
Rates in violation of first four sections of the act, on logs, 
billets, bolts, staves, heading, lumber and other forest products 
milled at and reshipped from Jackson, Miss., allegation being 
that Memphis, Tenn., Vicksburg, Miss., Jackson, Tenn., Cairo 
and Mounds, Ill., are prefe rred and Jackson, Miss., discriminated 
against. Asks cease and desist order and just, reasonable and 
lawful rates. 
No. 19712. Southern Wood Products Co., Atlanta, Ga., vs. L. & N. 


et al. 
Rates in violation of sections 1 and 3 of the act, on charcoal 
from Gaskins Siding, Fla., to Evansville, Ind. Asks reparation. 
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ACME ‘STEEL GOODS COMPANY 


MANUFACTURERS SINCE 1880 
apy ree Si RAY, CHairnman oF Board PLANTS 
R.H. ,Pa 
F.C.GIFFORD.Vice Paesioent 2840 ARCHER AVENUE CHIGABO, (04. 
RIVERDALE,ILL. 


OCONALD MACMURRAY. Vice Pres.& Secy 


CHAS.S.TRAER TREASURER CH 4 CAG oO 


IN REPLY REFER TO FILE 


DEPARTMENT 


Industrial Traffic Managers 
Freight Claim Officials 
Weighing & Inspection Bureau Representatives 


Gentlemen: 


To better serve our UNIT-LOAD customers, I am 
pleased to announce an extension of our UNIT- 
LOAD service. 


Realizing an obligation on our part to provide 

our customers with safe and economical bracing 

at all times, we feel it is necessary to have a 
medium of friendly relations between UNIT-LOAD 

users, the railroads, and ourselves. 


It is not sufficient merely to provide a method 
of bracing free from mechanical defects, but al- 
so to insure safe delivery of customer's products 
insofar as it is possible for us to do this. 


Mr. J. B. O'Rear, General Traffic Manager of Acme 
Steel Company, who has had a wide experience in 
railroad and traffic matters, will work with all 
our UNIT-LOAD customers and with the carriers to 
remedy the causes for damage. 


It is expected that by this new service working 
in close harmony with shippers, the freight claim 
officials, and the Weighing & Inspection Bureaus, 
a great deal can be done to reduce freight claims 
and at the same time provide economical bracing 
for many cargoes - through the ACME UNIT-LOAD. 


Yours very truly, 


ACME STEEL COMPANY 


OD 


" Supervisor Unit-Load 
OLD-SA 


ALL AGREEMENTS CONTINGENT UPON STRIKES, ACCIDENTS OR OTHER CAUSES BEYOND OUR CONTROL.PRICES SUBJECT TO CHANGE WITHOUT NOTICE, ronm 1+ 
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Docket of the Commission 





NOTE—lItems in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


June 27—Washington, D. C.—Examiner Carney: 
1. & S, 2924—Import and coastwise rates on sugar from New Orleans 
to Oklahoma. 


June 27—New Orleans, La.—Examiner Mohundro: 
19480—The Inland Waterways Corp., Operating Miss.-Warrior Serv- 
ice et al., vs. A. G. S. R. R. et al. 


June 27—Ft. Worth, Tex.—Examiners Money and Esch: 
17000, Rate Structure Investigation, Part 8, Cottonseed, It Products 
and Related Articles. 
& S. 2759—Cottonseed and related vegetable products from South- 
western Territory to Central, Eastern, and Southern Territories. 
1. & S. 2820—Vegetable Oils and Related Articles in Official Classi- 
fication Territory. 

|. & S. 2884—Vegetable Oils and Oil Foots from Texas to Fort 
Wayne, Ind., and Buffalo, N. Y. 

14594—American Linseed Co. vs. B. R. & P. Ry. et al. 

14683—-Spencer Kellogg & Sons vs. B. R. & P. Ry. et al. 

15425—International Vegetable Oil Co. et al. vs. A. & R. R. R. et al. 

16300 (and Sub. No. 1 to ‘3, incl.)—Armstrong Packing Co. vs. 
A. & S. Ry. et al. 

eae Association of Chicago Heights vs. B. & O. 
. BOC & 

17339—C. F. Simonins’ Sons vs. C. I. & W. R. R. et al. 

17457—Humphreys-Godwin Co., Inc., vs. A. & S. Ry. et al. 

18026—Arkansas Cottonseed Crushers’ Ass’n vs. A. C. & Y. Ry. et al. 

—— Cottonseed Crushers’ Ass’n et al. vs. A. & R. R. R. 
et al. 

18405—Interstate Cotton Oil Refining Co. vs. C. B. & Q. R. R. et al. 

18841—Alabama Cottonseed Ba wg Ass’n vs. L. & N. R. R. 

18890—Lever Bros. Co. vs. & A. R. R. et al. 

18935—East St. Louis Cotten Oil Co. vs. A. & S. Ry. et * 

— aoe Cottonseed Crushers’ Ass’n vs. C. R. = F. 
Ry. et a 

19088—The Blanton Co. vs. A. & V. Ry. et al. 

19141—-The Refuge Cotton Oil Co. et al. vs. A. & V. Ry. et al. 

19162—The Southern Cotton Oil Co. vs. I. C. R. R. et al. 

19165—-The Procter & Gamble Mfg. Co. vs. A. & B. B. R. R. et al. 

19169—California-Arizona Ginners’ and Crushers’ Ass’n et al. vs. 
Apache Ry. et al. 

19176—_National Cottonseed Products Corp. et al. vs. A. & V. Ry. 

Ry. et al. 


et al. 

19194—-The Procter & Gamble Co. vs. A. & S. 

19245—The Procter & Gamble Co. vs. B. & O. R. R. et al. 

19270—The Southern Cotton Oil Co. vs. A. A. R. R. et al. 

—— Cottonseed Products Corp. vs. A. & N. W. R. R. 
eta 

19988" "The Southern Cotton Oil Co. vs. A. & R. R. R. et al. 


19533—East St. Louis Cotton Oil Co. vs. Southern Pacific Co. et al. 


19169 (Sub. No. 1)—California Cotton Oil Co. et al. vs. A. T. & S. F. 
Ry. et al. 
+ + ee Cotton Oil Refining Corp. vs. D. L. & W. R. R. 


al. 
17270 (and Sub. 1)—American Linseed Co. 


et al. 
19642—Elberton Oil Mills vs. Virginia and C. S. et al. 


June 27—Boston, Mass.—Examiner Disque: 
1. and S. No. 2906—Iron and steel articles, 
points in New England territory. 


June 27—Argument at Washington, D. C.: 
18434—The Meyenberg Evaporated Milk Co. vs. Cc. & N. W. Ry. et al. 
18310—Alfalfa Growers Exchange et al. vs. Ariz. Eastern R. R. et al. 
18695—Butler’s Feed Mills et al. vs. Ariz. Eastern R. R. et al. 


less carloads, 


Valuation No. 633—In re tentative valuation of the property of the 


San Antonio & Aransas Pass Ry. et al. 


Valuation No. 394—In re tentative valuation of the property of the 


Franklin & Abbeville Ry. 


June 28—Bessemer, Mich.—Michigan Commission: 

* Finance No. 6193—Joint application of Mineral Range R. 
Hancock & Calumet R. R., 
of the main line of the 
Kearsarge, Mich. 


* Finance No. 6194—Application of Duluth, South Shore & Atlantic Ry. 


for authority to abondon its Bessemer Branch, 


June 28—Argument at Washington, D. C.: 
18161 (and Sub. 1)—Sinclair Oil & Gas Co. vs. C. 


. I, & G. Ry. et al. 
18401—Gulf Trading Co., Inc., et al, vs. Ala. & N “Ww. 


R.. &. = % 


— (and Sub. 1 and 2)—Joseph Samuel Co, vs. A. T. & S. F. Ry. 


al. 


vetoing No. 741—In re tentative valuation of the property of the 


Ft. Worth Belt Ry, 


14210—Lindeteves-Stokvis vs. Director General, as agent, B. & O. 
R. R. et al, 
June 29—Boston, Mass.—Examiner Disque. 
1. and §$. No. 2907—Granite, stone and marble, carloads, in New 


England territory. 


* 19736—The Cudahy Packing Co. vs. O. S. L. 


vs. N. Y. S. & W. R. R. 


between 


R. and 
for authority to abandon that portion 
latter company between Calumet and 


‘ 
June 29—Argument at Washington, D. C.: 
18358—Bear Brand Hosiery Co. vs. A. B. & A. Ry. et al. 
18233—Armstrong Cork Co. vs. A. C. & Y. Ry. et al. 
18234—Armstrong Cork Co. vs. A. & W. Ry. et al. 
Valuation No. 929—In re tentative valuation of the property of the 
Unity Rys. Co. 
Valuation No. 927—In re tentative valuation of the property of the 
Miami Mineral Belt R. R. 
18291—Layton and Layton, Inc., vs. Penna. R. R. et al. 
June 30—Argument at Washington, D. C.: 
18395—-Purington Paving Brick Co. et al. vs. A. & W. Ry. et al. 
18464—-Austin Powder Co. vs. W. & L. E. Ry. et al. 
18408—Knickerbocker Portland Cement Co., Inc., vs. B. & A. R. k. 


(the N. Y. C. R. R., lessee) et al. 
June 30—Salt Lake City, Utah.—Examiners Stiles and Parker: 
17000—Rate Structure Investigation, part 9, livestock western dis- 
trict rates. 
i eo oe National Live Stock Assn. et al. vs. A. T. & S. F. 
y. et al. 
15565—Live Stock Traffic Assn. vs. A. & S. Ry. et al. 
= 2 National Live Stock Assn. et al. vs. A. T. & S. F. 
y. et al. 
a gg ce City Live Stock Exchange et al. vs. A. T. & S. F. 
ty. et al. 
16131—Healy & Company vs. A. T. & S. F. Ry. et al. 
19042—D. G. Vick et al. vs. A. T. & S. F. Ry. et al. 
a Livestock Shippers Traffic League vs. Gt. Nor. 
y. et al. 
19426—Clayton & Murnan et al. vs. O. S. L. R. R. et al. 
R. R. et al. 
July 1—Argument at Washington, D. C.: 
Finance No. 4360—Application of Southern Ry. for authority to 
abandon its Morristown-Corryton Line. 
July 5—Portland, Ore.—Examiners Stiles and Parker: 
bet oy Structure Investigation, part 9, livestock western dis- 
trict rates. 
+ National Live Stock Assn. et al. vs. A. T. & S. F. 
¥. @t al. 
15565—Live Stock Traffic Assn. vs. A. & S. Ry. et al. 
15686—American National Live Stock Assn. et al. vs. A. T. & S. F. 


Ry. et al. 
16113—Oklahoma City Live Stock Exchange et al. vs. A. T. & S. F. 


Ry. et al. 
16131—Healy & Company vs. A. T. & S. F. Ry. et al. 
19042—D. G. Vick et al. vs. A. T. & S. F. Ry. et al. 
19068—Northwestern Livestock Shippers Traffic League vs. Gt. Nor. 


Ry. et al. 
19426—Clayton & Murnan et al. vs. 0. S. L. R. R. et al. 
et al. 


* 19736—The Cudahy Packing Co. vs. 0. S. L. R. R. 


July 5—Atlantic City, N. J.—Examiner Mullen: 
9200—Railway Mail Pay. 


July 5—New Orleans, La.—Examiners Mone 
17000, Rate Structure Investigation, Part 
and Related Articles, 
a a aaa Cotton Oil Refining Corp. vs. D. L. & W. R. R. 


and Esch: 
, Cottonseed, It Products 


m - 2759—Cottonseed and related vegetable products from South- 
western Territory to Central, Eastern, and Southern Territories. 
1. & S. 2820—Vegetable Oils and Related Articles in Official Classi- 
fication Territory. 

1. & S. 2884—Vegetable Oils and Oil Foots from Texas to Fort 
Wayne, Ind., and Buffalo, N. Y. 

14594—-American Linseed Co. vs. B. R. & P. Ry. et al. 

14683—-Spencer Kellogg & Sons vs. B. R. & P. Ry. et al. 

15425—International Vegetable Oil Co. et al. vs. A. & R. R. R. et al. 

16300 (and Sub. No. 1 to 3, incl.)—Armstrong Packing Co. vs. 
A. & S. Ry. et al. 

es i a eee Association of Chicago Heights vs. B. & O. 

- & 6.8 

17339—C. F. Simonins’ Sons vs. C. I. & W. R. . et al. 

17457—Humphreys-Godwin Co., Inc., vs. A. & S. Ry. et al. 

18026—Arkansas Cottonseed Crushers’ Ass’n vs. A. C. & Y. Ry. et al. 

—— Cottonseed Crushers’ Ass’n et al. vs. A. & R. R. R. 
et al, 

18405—Interstate Cotton Oil Refining Co. vs. C. B. & Q. R. R. et al. 

18841—Alabama Cottonseed Crushers’ Ass’n vs. L. & N. R. R. 

18890—Lever Bros. Co. vs. B. & A. R. R. et al. 

18935—East St. Louis Cotton Oil Co. vs. A. & S. Ry. et al. 

nee Cottonseed Crushers’ Ass’n vs. C. R. IL & P. 

y. eta 

19088—The Blanton Co. vs. A. & V. Ry. et al. 

19141—The Refuge Cotton Oil Co. et al. vs. A. & V. Ry. et al. 

19162—The Southern Cotton Oil Co. vs. I. C. R. R. et al. 

19165—The Procter & Gamble Mfg. Co. vs. A. & B. B. R. R. et al. 

19169—California-Arizona Ginners’ and Crushers’ <Ass’n et al. vs. 
Apache Ry. et al. 

19176—National Cottonseed Products Corp. et al. vs. A. & V. Ry. 
et al. 

19194—-The Procter & Gamble Co. vs. A. & S. Ry. et al. 

19245—-The Procter & Gamble Co. vs. B. & O. R. R. et al. 





DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
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and Counselors 
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RUBIN & SEFF 


Commerce Attorneys 
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LEO C. SEFF 


YOUR ANNOUNCEMENT 


in this directory for 52 consecutive 
issues will cost less than first class 
postage to mail a single communi- 
cation to each one of our readers. 
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